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One marcher out of step ruins 
the line—and one business policy 
out of step often spoils the effect 
of an entire business program. 


Thus your product may be of 
high-quality, your business poli- 
cies progressive, your represent- 
atives carefully chosen for their 
ability to create a favorable im- 
pression. Unless, however, the 
product reaches the customer in 
first-class cars, there is one in- 
consistency in the picture, one 
part of your program out of step. 


For more than 25 years, North 
American has specialized in pro- 
viding shippers with modern, 
well-conditioned cars—cars that 
reflect the quality of the products 
they carry...Full details on request. 
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NY-8 scooping water from track pans at Clinton Point on the Hudson. 


Like the famous Twentieth Century Limited, 
our fast freights lose no time stopping for water. 
They scoop it from track pans along the route! 


Speed is one of the most impor- 
tant factors in the shipment of 
freight. And New York Central 
offers it! The Merchandiser 
speeds between NewYork, Buffalo 
and Niagara Falls—460 miles—in 
10 hours and 15 minutes, making 
six stops to set out and pick up 
cars for intermediate stations! 
But speed itself isn’t the only 
advantage in shipping via New 


York Central. Block Signals and 


Automatic Train Stop are con- 
stant safeguards. Special equip- 
ment is available for all types of 
merchandise, affording protection 
to products no matter how perish- 
able they may be. Delivery is made 
promptly at strategic distribution 
points in all cities! 

Route your shipments via New 
York Central and get the advan- 
tage of its fast, dependable and 
thoroughly modern service. 
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NEW ST. JOHN’S PARK 
FREIGHT TERMINAL— 
IN MANHATTAN’S 
FREIGHT CENTER! 


...at West, Spring and Wash- 
ington Streets... offers 
unequalled convenience... 
increases efficiency ... speeds 
service ...in New York’s 
produce, dairy and general 
merchandise center... unex- 
celled for speedy distribution. 


CENTRAL 


DESPATCH 


NEW YORK 


MERCHANTS 
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MOTOR CARRIER REGULATION 

ARRIERS by motor vehicle transporting passengers 

or property on the highways in interstate or for- 
eign commerce, as the result of passage by Congress of 
the “Motor Carrier Act, 1935” (the complete text of 
which is published in this issue), must now prepare to 
comply with the requirements of that act. The Interstate 
Commerce Commission, the body that will regulate the 
highway carriers subject to the act, will shortly begin 
the preparation of the necessary regulations to put the 
law into operation on its effective date, October 1, 1935. 
The Commission may postpone the taking effect of any 
provision of the act up to April 1, 1936. It is not ex- 
pected that such postponement will be made, however, 
unless it is shown that some part of the act can not be 
complied with by October 1. Substantial penalties are 
provided for violation of the act’s provisions or orders of 
the Commission thereunder. All motor vehicle carriers 
subject to the act, therefore, must keep informed as to 
the requirements of the law and what the Commission 
is doing under it, in order to avoid incurring penalties 
for non-compliance. 

In varying degrees, the act applies to common and 
contract carriers by motor vehicle in interstate or for- 
eign commerce, transporting passengers or property; to 
private carriers of property in interstate or foreign com- 
merce; and to brokers engaged in selling transportation 
service. These various classes of carriers are defined in 
the act. 


Common carriers by motor vehicle, whether trans- 
porting passengers or property, must obtain certificates 
of public convenience and necessity in order to operate 
lawfully. Those carriers who were in bona fide operation 
June 1, 1935, may obtain certificates without making the 
proof required of other applicants, if applications for 
certificates are filed within 120 days after the act takes 
effect. 

Contract carriers by motor vehicle are required to 
obtain permits to operate lawfully. Such carriers, es- 
tablished in business on July 1, 1935, may obtain per- 
mits without being required to meet the tests prescribed 
for other applicants. 

Motor transportation brokers must obtain licenses 
from the Commission to carry on their business lawfully. 

Under the act, the Commission has power, within 
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prescribed limitations, to suspend, change, or revoke cer- 
tificates, permits, and licenses. 

Common carriers of passengers and common car- 
riers of property are required to provide safe and ade- 
quate service, equipment and facilities and to establish 
and observe just and reasonable rates and charges and 
to meet other requirements in that connection. Provi- 
sion is made for establishment of through routes and 
joint rates. 

Common carriers of passengers and property must 
file their tariffs with the Commission as well as keep 
them open to public inspection. They must observe their 
published charges. They cannot change them except on 
thirty days’ notice or on shorter notice by the permis- 
sion of the Commission. 

Complaints may be filed with the Commission bring- 
ing into issue the lawfulness under the act of the rates, 
charges, and regulations of the carriers. In addition, the 
Commission may proceed on its own initiative as to the 
‘ates, etc. After hearing, the Commission may prescribe 
the rates or regulations to be observed; it may prescribe 
divisions of joint rates; it may suspend rates or regula- 
tions for not longer than 180 days. 

Contract carriers must keep open for public inspec- 
tion and file schedules or contracts with the Commission 
showing their minimum charges, as well as rules, regu- 
lations, or practices affecting the charges. Reductions 
in such charges may not be made except after thirty days’ 
notice or on shorter notice permitted by the Commission. 
The carriers must not charge less than the minimum 
charges published. The Commission, on complaint or 
on its own motion, after hearing, may prescribe mini- 
mum charges not only of contract carriers but also of 
carriers by motor vehicle. The suspension power is also 
made applicable to schedules or contracts of contract 
carriers. 

The bill of lading provisions of section 20 (11) of 
the interstate commerce act are made applicable to com- 
mon carriers by motor vehicle. 

The act provides that. the Commission shall exercise 
control with respect to accounts, records, and reports 
of all motor‘carriers, and also of brokers. 

Rebates, concessions, discriminations, and false bill- 
ing are forbidden with provision for a fine of not more 
than $500 for the first offense and not more than $2,000 
for any subsequent offense. 
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Common carriers by motor vehicle under the act are 
subject to regulations governing the collection of freight 
charges. 

Display of identification plates by carriers may be 
required by the Commission. 

Consolidations, mergers, and acquisitions of control 
of motor carriers are subject to the control of the Com- 
mission. 

Common or contract carriers and corporations au- 
thorized to acquire control of any such carriers, with 
respect to issuance of securities, must comply with pro- 
visions of the interstate commerce act regulating the 
issuance of securities by railroads, except that the pro- 
visions are not made applicable where the par value of 
the securities then outstanding does not exceed $500,000, 
par value of securities having no par value to be the fair 
market value as of the date of their issue. 

With respect to private carriers, it is made the duty 
of the Commission to establish for them, if need be found, 
reasonable requirements to promote safety of operation 
and to prescribe qualifications and maximum hours of 
service of employes and standards of equipment. As to 
common and contract carriers, the Commission may es- 
tablish reasonable requirements as to “qualifications and 
maximum hours of service of employes and safety of 
‘operation and equipment.” 

The Commission also is directed to investigate and 
report on the need for federal regulation of sizes and 
weight of motor vehicles and of the qualifications and 
maximum hours of service of employes of all motor car- 
riers and private carriers of property by motor vehicle. 

Trucks exclusively engaged in carrying agricultural 
products, livestock, fish, and shell fish, and in distribut- 
ing newspapers, as well as trucks of farm cooperative as- 
sociations, are excluded from regulation under the act. 
School busses, taxicabs, hotel cabs, busses used in na- 
tional parks, trolley busses in street railway service, and 
busses or trucks used in zones commercially a part of a 
municipality when such transportation is under com- 
mon control for a continuous carriage or shipment, and 

‘asual or occasional or reciprocal operators, are exempted 
from regulation. The Commission may later require 
application of the law to the “municipal” and casual, 
occasional, or reciprocal transportation. The safety and 
labor provisions, however, apply to the exempted opera- 
tions. 

In the administration of the act, the Commission, it 
is provided, shall, when operations of motor carriers or 
brokers conducted or proposed to be conducted involve 
not more than three states, and may, when the operations 
involve more than three states, refer to a joint board 
specified matters. Such a joint board will be made up of 
one member from each state involved. 

Common carriers and contract carriers must meet 
requirements to establish their financial responsibility 
to meet claims for injuries or death and for loss or dam- 
age to property. 

The act bars the Commission from regulating rates, 
fares, or charges for intrastate transportation for the 


The Traffic World 


Vol. LVI, No. ¢ 


purpose of removing discrimination against interstate 
commerce or for any other purpose. 

It will be noted that the regulation provided for js 
similar to that applied to the railroads and, therefore, 
in The Traffic World, as well as in our Daily and ou 
Traffic Bulletin, will now appear much the same line of 
information with respect to bus and truck operations 
that appears with respect to the railroads. There wil] 
be tariff abstracts, permissions to change rates on short 
notice, suspension orders, digests of complaints, informa- 
tion about applications for certificates and permits to 
operate and action thereon, about consolidations and 
mergers, regulation of issues of securities, maximum 
hours of service and qualifications of employes, and equip. 
ment standards. This will require the same kind of 
treatment we give similar information about the rail- 
roads and, without it, bus and truck operators, shippers, 
and all those affected by or interested in highway trans. 
portation will not be completely informed. With regula. 
tion of both kinds of transport by the Commission, there 
are bound to be many situations that will involve both 
forms of transportation. 

The Traffic World will live up to its new opportunities 
and obligations, as it has endeavored to do in the past. 
The new law will mean quite an addition to our expense 
and effort, but it also widens our field and we shall hope 
to be recompensed, at least in part, by increased pat- 
ronage. 


Though Commissioner Meyer makes the retort cour. 
teous, he plainly says to Senator Wheeler that the Com 
mission will attend to its own business in passing on 
‘ailroad reorganization plans submitted to it under the 
law and is not to be diverted because of the fishing expe. 
dition to be entered into under the Senate’s railroad 
investigation resolution. If there was ever anything 
impudent it is the suggestion that the Interstate Com- 
merce Commission delay its work, which it is entirely 
competent to perform, until the Senate demagogues have 
a chance to get some publicity of an anti-railroad kind. 
If there is anything that need be known in connection 
with railroad reorganization plans before it, we think the 
Commission can be trusted to ascertain them. It cer 
tainly has ample power and authority and we know of 
no reason why it should stand back for the Senate com- 
mittee. 


President Pelley, of the Association of American 
Railroads, says the railroads will take advantage of the 
“leeway” pointed out by Coordinator Eastman as offer- 
ing an opportunity for effecting economies without trans 
gressing the terms of the emergency transportation act 
protecting labor, though he does not say just what will 
be done nor suggest the nature of it. Coordinator East 
man says he has in contemplation no orders to compel 
the railroads to act, though he suggests that his power 
may be used when and if the railroads propose concerted 
economy action and are prevented from effecting it by one 
or more recalcitrant members. 

(Continued on page 218) 
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A scandalous state of affairs about 
given names prevails in Coordinator 
Eastman’s traffic organization. There is 
need for a council, possibly a religious 
one, about the baptismal names of C. E. 
Bell, the Coordinator’s principal execu- 
tive and traffic assistant, and C. E. Hochstedler, this week ap- 
pointed to be Bell’s principal aide. 

Bell says his parents named him Charles Erle, Hochstedler 
says his named him Charlie Earl. Perhaps the matter may be 
compromised by making each change to Karl Alderman, alder- 
man, Anglo-Saxon earld-man—that is, older or elder man. On 
more thought, however, that does not look like an acceptable 
compromise, neither being elderly, really. 


Need for a Caucus 
in the Eastman 
Organization 





Because many newspapers and 
some government officers refer to the 
Agricultural Adjustment Administra- 
tion as the AAA, the American Auto- 
mobile Association has appealed, by 
right of petition, to Senator Smith, of 
South Carolina, chairman of the Senate committee on agricul- 
ture, and others, for relief. The association contends that the 
government, by its use of the three initials, has virtually con- 
fiscated its copyrighted insignia. President Henry, of that organ- 
ization, has suggested that the government change the name of 
its agency to Agricultural Readjustment Administration. That, 
of course, would be converted into ARA, the initials of the now 
superseded American Railway Association, much of the literature 
of which is still outstanding, however. 

Some Americans, it might be suggested, would rejoice and 
he exceedingly glad if the government had taken no more than 
the initials of their names, even if copyrighted. 


American Automobile 
Association Becomes 


Hoity-toity 





It is a saying of some old folks 
that God never sends greater than 
can be borne by the righteous. With 
hot weather and Congress working, 
human beings in Washington at the 
end of last week began wondering 


Son of the Sun Goddess 
Needs More Sun Baths, 
His Skin Being Thin 


about the old saying. 

And then, as some relief, came the emperor of Japan, de- 
scendant of the sun goddess, protesting about a cartoon an 
American had drawn, representing him as pulling a ’ricksha, the 
burden in which was the Nobel peace award. Of course, it was 
intended to be satirical—as something that could not happen. 
The cartoon wasn’t much to brag about. But it got through the 
skin of the son of the sun goddess. Had he had had enough sun 
baths, it occurred to some, his skin would not have been so 
tender. But he smarted. Solemnly the Japanese ambassador, 
who has a sense of humor his boss seemingly knows nothing 
about, made talk with Cordell Hull, the benign Secretary of 
State, about the rowdy American representing the emperor 
as a menial drawing a ’ricksha. Cordell was sympathetic and the 
ambassador went away to send a message to the ruffled emperor, 
good for home consumption. 

This protest was the second within the memory of men living 
made by a sensitive son of a celestial dignitary. When Gilbert 
and Sullivan loosed “The Mikado” on an appreciative world, the 
Japanese court made representations to London, But the pro- 
test did not deprive humanity of the blessings of that operetta. 
British diplomats were able to mollify Tokio. 

It is interesting to note that the Japanese protest, implying 
a Wish that the United States would curb its press, came on the 
eve of the 200th anniversary of the acquittal of John Peter 
Zenger, the New York printer (which, in those days, also meant 
editor), of a charge of libel laid by the colonial governor. Zenger 
had made uncomplimentary remarks about Governor Cosby, In 
November, 1734, he was arrested and kept in the municipal lock- 
up for eight months awaiting trial. Somehow or other he got his 
“copy” out of the jail, after missing one issue.. The accusation 
Was that he had published a “false, scandalous, and seditious 
libel” against the government. The jury found that what Zenger 
had printed was true and, therefore, not a libel. Zenger was 
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defended by Andrew Hamilton, the most renowned lawyer in 
the colonies at that time, after Governor Cosby, comfortably, 
had disbarred Zenger’s able local counsel. Cosby appeared afraid 
to undertake to bar Hamilton, then 80 years old, one of the few 
colonists who had been admitted to the bar in England. He was 
a bencher of Gray’s Inn at the time—that is, one of the govern- 
ing body of one of the inns of court in London. 

Acquittal of Zenger has been written about as one of the 
great points in the fight for the freedom of the press in English- 
speaking lands. That is so notwithstanding the fact that what a 
jury does, ordinarily, is not counted as creating a precedent to 
be followed by the court. Jury precedents are not law in the 
District of Columbia else it would have been impossible for 
Albert C. Fall, former Secretary of the Interior, to have been 
convicted of accepting a bribe from Oil Man Doheny which 
another jury had said, by acquitting him, Doheny had not given 
to Fall. 

Yet the Japanese ambassador, being the obedient servant 
of his emperor, made the protest about the cartoon an American 
had drawn at the time when the sturdiness of John Peter Zenger 
and the jury that had found him not guilty was receiving its an- 
nual meed of praise. A learned advertising man, if the ambas- 
sador had sought advice from such, would have observed that, 
even if a protest of that sort was ever timely, August 4, the 
Zenger day, was about as far away from timeliness as could be 
imagined. 





The following news item, with the 
climax last, arranged as by a novelist, 
not by a reporter, appears in “The 
Rail,” published monthly by the Chesa- 
peake and Ohio and the Pere Marquette: 


Chesapeake and Ohio 
Uses Its Own Money 


Five heavy, highspeed, modern locomotives soon will be added 
to the power that pulls The George Washington, The Sportsman and 
The F. F. V. of the Chesapeake and Ohio. 

Designed especially by Chesapeake and Ohio engineers, the new 
locomotives will bring many innovations to engine construction and 
are expected to be the most powerful of their kind ever developed. 
They will be 4-8-4’s, equipped with boosters, and will have unusually 
large fire boxes, boilers and steam capacity. They will be known as 
the Greenbrier type—a new name in locomotive style books. 

Although the engines will not be streamlined in the popular sense 
of the word, they will present a smoother appearance and more 
striking outline than the conventional steam engine. 

The five Greenbrier locomotives have been designed for service 
between Charlottesville, Virginia, and Hinton, West Virginia, to 
speed The George Washington and its companion air-conditioned 
trains over the Blue Ridge and Alleghany mountains—the Alps of 
America. Increased passenger travel over the New York-St. Louis 
route of the Chesapeake and Ohio has resulted in the steady length- 
ening of trains, necessitating larger and faster locomotives. 

Lima Locomotive Company, of Lima, Ohio, will build the engines, 
at a cost approximating $600,000 and providing work for many men. 
The locomotives are part of an $11,000,000 equipment order being 
placed by Chesapeake and Ohio, the largest railroad purchase in 
many months. This construction will be of material benefit to the 
durable goods industry, so hard hit during the depression. 

Orders now are being placed for 5,000 steel hopper cars of 62% 
tons capacity, 50 stock cars and 75 flat cars. Financing of the equip- 
ment will be arranged through sale of equipment trust certificates 
sold in the usual markets, not through government loans. 





The hearing this week in Finance No. 
10882, concerning the reorganization of 
the finances of the Chicago, Milwaukee, 
St. Paul and Pacific, struck more than one 
of those feeling constrained to listen to it 
as a fine example of waste of time result- 
ing from the Commission’s adherence to the accepted idea of 
the form a hearing should take. Four Commission men sat in 
the high place listening to such minute details that no human 
brain could retain. More lawyers sat at the counsel table, while 
two railroad executives read or talked about almost infusorial 
figures. 

Any one familiar with the requirements of the law, it is 
believed, will admit that a record of that sort must be made. 
But everybody, it is submitted, would be in possession of a better 
tale about the affairs of the company had the two witnesses 
submitted their stories in a brief form, with every sentence 
bristling with references to the exhibits buttressing the state- 
ments of fact therein contained. 

The four men who sat on the bench were not required to 
give such attention to the narratives of Messrs. Scandrett and 
Sparrow as a jury trying a man on an indictment. The jurymen 
do not have the benefit of a stenographic report such as, in due 
time, will be laid before Commissioner Porter, Director Sweet, 
Assistant Director Boyden, and Examiner Walsh. If custom is 
followed in this case, the testimony will be summarized. That, 
it might be suggested, might have been done in the first instance 
and time saved. Of course, cross examination is supposed to be 
based on the testimony as given, However, it is a common course 
for the Commission to permit cross examination to go over until 
the opposing side has had time to study all the testimony, Hav- 


Commission Pays 
Much Attention 
to Old Forms 
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ing testimony cut down to brief narrative form at the start would 
not interfere with such cross examination as desired. 

The man who tries to make his case by cross examining the 
witnesses for the other side is usually deemed to be following a 
poor course. The cases that are made on cross examination are 
usually those the writers of novels and writers of plays bring 
to the attention of readers. That is the reason why, if a case 
in actual practice is made on cross examination, it is a thing to 
be talked about for a long time. The rare occurrence of that 
sort, it may be suggested, is not reason enough for the consump- 
tion of hours for detailed testimony that can be put into the 
record in the form of exhibits to support a succinct narrative 
showing only a few significant figures. 





Farmers’ gross income, from the govern- 
ment, went up $316,000,000 in 1934 over 1933, 
the income from the government having been 
$594,000,000 as compared with only $278,000,000 
in 1933. The total gross income was estimated 
by the Bureau of Agricultural Economics, which 
also prepared the figures hereinbefore given, at $7,300,000,000, 
in its final summary for the year. The gross income in 1933 
from both the government and from farming was estimated at 
$6,406,000,000. Last year’s gross, from both farming and not 
farming (government funds), was nearly $900,000,000 greater than 
in 1933. 

But that is not the whole story, according to the figuring 
bureau. Production costs, it says, have increased less than in- 
come. Production expenses totaled $3,010,000,000 in 1934 as com- 
pared with $2,861,000,000 in 1933. The greatest increase in farm- 
ers’ expenditures in 1934, said the bureau, were for farm machin- 
ery and automobiles, since the low income in recent years had 
restricted such purchases, 

The peak income since 1920, the banner year for the farmer, 
was in 1929 when the total gross income was $11,971,000,000—the 
year when “profitless prosperity,” for industry, was converted into 
the beginning of the longest depression the country has known 
in many years, if not at any time, for all. A. ©. Hi. 


Farm Income 
Went Up 
in 1934 


EDITORIAL 
(Continued from page 216) 

We are not disposed to criticize for lack of immedi- 
ate action, for these things take time, even when free 
from the usual ponderous railroad methods, but we are 
not overly hopeful. However, we shall see what we shall 
see. 

Kither the Association of American Railroads will 
do something or it might as well go out of business and 
stop its ballyhoo about the “bold experiment” it is mak- 
ing; either the Coordinator will do something, now that 
he himself has discovered an opportunity, or the office 
will have proved itself useless; so far it has done prac- 
tically nothing but write essays on transportation sub- 
jects and point out to the railroads that they may do 
nothing themselves of which the Coordinator does not 
approve—a shelter behind which they have been too glad 
to take refuge. 


We understand that the Union Pacific, in bringing 
about consolidation of the accounting systems of the 
various lines taken in under the new unification plan, 
contemplates the spending of about half a million dollars 
in paying salaries of a year in advance to employes who 
cannot or will not move to Omaha and in taking off their 
hands investments in homes that other employes must 
sacrifice in order to make the change. Certainly, it is fine 
that employes can thus be taken care of though, even 
under the construction of the law insisted on by the 
Coordinator and the railroads themselves, the consolida- 
tion could have been brought about without agreement 
with the employes let out. But we wonder how long it 
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will be before this particular part of the economy play 
will pay dividends amounting to half a million dollars, 
Rather an expensive economy, we should say, even at 
best. 


RAILWAY TRAFFIC REPORT 


We know that J. R. Turney, former chief of the see. 
tion of transportation service under Coordinator East. 
man, does not stand well with the railroads, because of 
his outspoken and sometimes radical ideas as to railroad 
reform; nevertheless, there is much in his railway traffic 
report, just released, that the railroads ought to read 
with care and could read with profit. It is an exposition 
of some of the shortcomings of the railroads in businegs. 
getting methods, and everybody who knows anything 
about those methods as contrasted with methods in other 
business knows there is much room for improvement, 
Railroad solicitation is largely a matter of routine and 
not of scientific development. 

Particularly do we suggest that the railroads study 
what Mr. Turney has to say about freight advertising, 
He is not merely a theorist. When he was a railroad 
traffic vice-president he studied the matter of freight 
advertising for his own railroad and adopted a definite 
plan—a plan that is still in effect on the railroad he left 
to join the staff of the Coordinator. It produced and is 
producing results. Mr. Turney knows what he is talking 
about and he has practiced what he now preaches—and 
practiced it with success. 

It is one of the ridiculous things about the manage- 
ment of railroads that so many of them dismiss with 
contempt the idea of freight advertising when they know 
nothing about and are not even willing to learn how 
other businesses use this tool or even how other railroads 
use it. 

There never was much in the argument that the rail- 
roads, by advertising their freight facilities, would sim- 
ply, at best, be taking business from each other—for they 
had their solicitors out trying to do just that thing—but 
now, when railroad transportation is no longer a mo- 
nopoly there is nothing at all in it. A railroad engaged in 
the carriage of freight that has nothing it ought to say 
through advertising in the proper media has no reason 
for existence and, certainly, the railroads as a whole, 
institutionally, should have a lot to say in this manner. 
All we suggest is study and thought rather than dismis- 
sal of what Mr. Turney says as the wild ravings of an 
enthusiast with no practical knowledge or sense. Mr. 
Turney may have some radical and impractical ideas, 
but he is a decidedly able man and a deep student—which 
cannot be said for some of those who criticize him. 


CAR SURPLUS REPORT 

The average daily surplus of freight cars in the period July 

1 to 14, inclusive, was 317,212, an increase of 45,585 compared 
with June 30, according to the Association of American Railroads. 
It was made up as follows: Box, 152,747; ventilated box, 2,387; 
auto and furniture, 25,557; total box, 180,691; flat, 9,569; gondola, 
46,775; hopper, 43,244; total coal, 90,019; coke, 781; S. D. 
stock, 24,005; D. D. stock, 4,307; refrigerator, 6,625; tank, 389; 
miscellaneous, 826. Canadian roads reported a surplus of 14,127 
cars, made up of 10,852 box, 793 auto, 638 flat, 354 gondola, 496 
S. D. stock, 552 refrigerator and 442 miscellaneous cars. 
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Decisions of Interstate Commerce Commission 





STATE PASSENGER FARES 


HE Commission in No. 11762, Michigan passenger fares; No. 

11753, Wisconsin passenger fares; and No. 11829, Nebraska 
rates, fares and charges, has authorized carriers in the states 
mentioned to establish fares on an experimental basis from 
October 1, 1935, to March 31, 1936, on a basis different from 
that required by the Commission’s orders issued in 1920 and 
1921. In those years the Commission required the railroads to 
establish their fares on intrastate traffic on the interstate basis. 

The basis to be observed by the carriers in accordance with 
the orders herein mentioned are: 3 cents a passenger mile, 
short-line mileage, for one-way tickets, good in all classes of 
equipment; 2 cents a passenger mile, short-line mileage, for one- 
way tickets, good in coaches only; 2 cents a passenger mile each 
way, short-line mileage, for round-trip tickets, with a 10-day 
limit; and 2144 cents a passenger mile each way, short-line mile- 
age, for tickets with a six months’ limit; both sorts of tickets 
to be good in all classes of equipment; and 1.8 cents a mile each 
way, short-line mileage, for round trip tickets good in coaches 
only, with a 10-day limit. 

In No 14789, surcharges for transportation of passengers in 
sleeping or parlor cars between points in North Carolina, the 
Commission has modified its order of October 6, 1925, as amend- 
ed, so far as it applies to the transportation of passengers on the 
A.C. L., C. C. & O., C. C. & O. of S. C., Clinchfield Northern of 
Kentucky, L. & N., N. & W., N. S., and S. A. L. in North Caro- 
lina by suspending it from October 1, 1935, to March 31, 1936. 

In No. 13412, surcharges for transportation of passengers in 
sleeping or parlor cars between points in Georgia, a modification 
similar to that made in respect of rates in North Carolina has 
been made in respect of Georgia fares in the like period October 
1 to March 31. 

In No. 12214, surcharges for transportation of passengers in 
sleeping or parlor cars between points in the state of Alabama, 
the Commission has suspended its order of June 14, 1921, so as 
to permit the continuance of fares without surcharges from 
October 1, 1935, to March 31, 1936. 


IRON AND STEEL TO IOWA 


Provision for the elimination of some of the hump in iron 
and steel rates to Iowa just west of the Mississippi River gate- 
ways is made by the Commission, division 2, in No. 26461, East- 
ern Interior Iowa Industrial Association et al. vs. Chicago & 
North Western et al. In a report written by Commissioner 
Aitchison rates on iron and steel articles, from points in Illinois 
territory to interior eastern Iowa points, are found unreasonable 
to destinations within 170 miles west of the gateways to the 
extent they exceed the rates to the gateways prescribed in Iron 
and Steel Articles, 155 I. C. C. 517, plus a scale of arbitraries set 
forth in the report. Rates on the new basis are to be established 
not later than October 15. 


Asserting that it was not unmindful of the fact that the 
Commission on a broader record in the Western Trunk Line 
Class Rate case had found undue prejudice in this general situa- 
tion west of the gateways and had fixed a non-prejudicial basis 
of rates, the report said that on this limited record, however, 
the Commission had to find that undue prejudice had not been 
Shown. Instead it found that the rates were unreasonable. 

The scale of arbitraries begins with 3 cents for 20 miles and 
under, becomes 5 cents for the block between 30 and 50 miles; 
7 cents for the block between 60 and 75 miles; 9 cents for the 
block between 90 and 110 miles; 13 cents for the block between 
130 and 150 miles; and ends with an arbitrary of 14 cents for 
the block between 150 and 170 miles. 

_In determining maximum reasonable rates the Commission 
Said it could not overlook the fact that under the scale prescribed 
in Iron and Steel Articles, supra, maximum reasonable rates to 
the Sateways, which now take a 17-cent rate from Chicago, would 
range from 18.5 to 20.5 cents. It said that the situation com- 
Dlained of here was one which had resulted from the establish- 
ment of different levels of rates in two adjacent territories. The 
Tate humps resulting from those differences, this report said, 
— considered in the sixth supplemental report in Western 
sag Line Class Rates, 204 I. C. C. 595, wherein the Commis- 
Sion provided a so-called bridge scale of arbitraries to be added 
0 the eastern local rates from or to the gateways on inter- 
erritorial traffic to or from points within 170 miles west of the 
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gateways. In that report the Commission found that the rates 
to and from points not more than 170 miles west of the boundary 
between the two territories were unduly prejudicial to such 
points and unduly preferential of points on the boundary to the 
extent that they might exceed the rates to or from the bounary 
points by more than the amount provided by the scale of bridge 
arbitraries. Such an adjustment, this report said, based on the 
17-cent rate from Chicago to Clinton and other gateways plus 
32.5 per cent of the first class scale of bridge arbitraries beyond, 
would affect the rates from Chicago to only the more easterly of 
the complaining cities, which were interior cities in the eastern 
half of Iowa and Cedar Rapids, Des Moines, Fort Dodge, Mar- 
shalltown, Ottumwa, and Waterloo. 

Commissioner Aitchison, in this report, dealth with the con- 
tention that the complainants had withdrawn their section 3 
complaint when they said that increasing the rates to the gate- 
ways would not help them. The Commissioner said that when 
an issue was tendered to the Commission it was not proper for 
complainants to ask, nor for the Commission to decide, that it 
remedy a proved violation of the act only by adopting the par- 
ticular course preferred by the complainant. 

“It is our duty to consider the entire situation,” said Com- 
missioner Aitchison, ‘and to prescribe the remedy which is appro- 
priate and lawful, disembarrassed by any such restriction of the 
remedy sought. 

“Furthermore, there is no inconsistency in the position of 
complainants, who, while alleging undue preference of their com- 
petitors, maintain that such a preference results from the charg- 
ing of reasonable rates to their competitors but unreasonable 
rates to them, and should be removed by the reduction of the 
unreasonable rates. In such a situation it is not illogical for 
complanants to insist that an increase in their competitors’ rates 
would not satisfy their complaint.” 

In support of that the commissioner advised the readers of 
the report to see Northeast Kentucky Coal Bureau vs. Chesa- 
peake & Ohio, 206 I. C. C. 445. 

“Complainants should not be forced to choose between their 
remedy under section 1 and that under section 3,” said Commis- 
sioner Aitchison. “If we find that complainants’ rates are not 
unreasonably high, we may find that the relations to their com- 
petitors’ rates are improper. On the other hand, if we find the 
relations not improper we may find that the rates are too high. 
Complainants should be encouraged to suggest one or more 
remedies for violations alleged. But in the event we can not 
accept any of the suggestions, we are not justified in leaving 
without an appropriate remedy any unlawful situation which may 
be shown within the issues before us.” 


COMMISSION REPORTS 


Electric Line Fourth Section 


Fourth section application No. 15267, East St. Louis, Colum- 
bia & Waterloo Railway rates. By the Commission. Application 
denied in fourth section order No. 11976 for authority to estab- 
lish and maintain carload rates, classes and commodities, be- 
tween points in southern territory, on the one hand, and points 
in western trunk line, Illinois and central territories, on the 
other, over routes embracing the East St. Louis, Columbia & 
Waterloo Railway, an electric line, without observing the long- 
and-short-haul part of section 4. The electric line operates be- 
tween Waterloo, Ill., and East St. Louis, a distance of 22.1 miles, 
and handles carload traffic only. It connects with the Mobile & 
Ohio at Niemeier and with the lines of the Alton & Southern, 
Terminal Railroad Association of St. Louis, and the Missouri 
Pacific at points within the East St. Louis switching district. 
The applicants proposed to maintain between points in the terri- 
tories mentioned over routes embracing the electric line between 
Niemeier and East St. Louis, rates the same as those applicable 
on like traffic between the same points over routes embracing 
the Mobile & Ohio between Niemeier and East St. Louis. Fourth 
section departure on traffic moving over the Mobile & Ohio be- 
tween Niemeier and East St. Louis, the report said, were author- 
ized by outstanding orders of the Commission, or were protected 
by applications filed under the amendment of June 18, 1910. It 
was urged that the opening of this new route would result in 
improved service by eliminating classification yard switching 
and increase the volume of traffic over the electric line and the 
Mobile & Ohio. The Commission said that that was not sup- 
ported by the record. So far as the record showed, the Commis- 
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sion said, the present route of the Mobile & Ohio adequately 
served the public linterest and to grant the authority would only 
serve the purpose of diverting overhead traffic to the electric 
line. Commissioner Porter noted a dissent. 


Compressed Cotton 


No, 26851, Anderson, Clayton & Co. vs. G. M. & N. By divi- 
sion 3. Dismissed. Carload charges, compressed cotton, New 
Albany, Miss., to Mobile, Ala., for export, not shown to have been 
unreasonable or unduly prejudicial as to shipments between 
January 28 and May 22, 1933. 


Drugs, Etc. 


No. 26626, National Carloading Corporation vs. Erie et al. 
By division 5. Dismissed. Rates, drugs, medicines, toilet prepa- 
rations, books. and other articles, in mixed carloads, between 
Detroit, Mich., and New York, N. Y., not unreasonable but in 
violation of the aggregate of intermediates provision of section 4 
of the act. The Commission said the defendants should promptly 
remove the violation. Dissenting, Commissioner McManamy said 
the alleged evidence adduced by defendants to rebut the pre- 
sumption arising from the violation of the fourth section con- 
sisted of mere self-serving statements published in defendants’ 
tariffs to the effect that the local rates to and from Buffalo were 
depressed by motor competition. He said the rates should be 
found unreasonable to the extent they exceeded the aggregate 
of intermediate rates. 


Coal to Peoria-Pekin 


Fourth section application No. 15809, coal to Peoria-Pekin 
district. By division 2. Chicago & Illinois Midland, Louisville & 
Nashville, Norfolk & Western, Chesapeake & Ohio, Baltimore & 
Ohio, and New York Central, and their connections authorized, 
in fourth section order No. 11982, to establish rates, bituminous 
coal, mines in the crescent districts located on the L. & N., 
N. & W., C. & O., B. & O., and short line connections, in Ken- 
tucky, Maryland, Pennsylvania, Tennessee, and the Virginias, 
to Peoria, Pekin and Crescent, IIll., in connection with the C. & 
I. M., the same as those contemporaneously in effect over com- 
peting lines or routes subject to the usual conditions. 


Dog Food 


No. 26724, Chappel Brothers, Inc., vs. A. T. & S. F. et al. 
By division 4. Dismissed. Rates charged, prepared dog food, 
carloads, Rockford, Ill., to Pacific Coast destinations, on and 
after September 24, 1931, found applicable. Rates were 83 cents 
prior to July 15, 1934, and 80 cents thereafter. 


Cement 


Fourth section application No. 14138, cement in the south- 
west, embracing also fourth section applications Nos. 462, 637, 
12050, 13283, 13291, 13515, 13552, 13581, 13627, 13685, 13959, 14020, 
14358 and 14447. By the Commission. Applicants authorized in 
fourth section order No. 11977 to continue or establish and main- 
tain rates, cement, in straight or mixed carload, from, to, and 
between points in southwestern territory, without observing the 
long and short haul part of section 4. The relief is subject to the 
33 1-3, 50 and 70 per cent circuity limitations; also to the 
conditions that in complying with the circuity limitations (a) 
where distances from basing points are used in constructing 
rates, the circuity of the longer lines or routes from or to any 
such basing points and points therewith taking the same rates, 
may be determined by comparing the distance of a longer line 
or route from or to the basing point with the distance over the 
short line or route from or to the same point; and (b) in in- 
stances where the rates are on a group basis and the rates are 
based on the average distances to and from points in such groups, 
the circuity of the longer lines or routes from or to points in 
any such group may be determined by comparison of the average 
distance over the long and short routes. The Commission said 
that the carriers in complying with the circuity limitations 
might in lieu of publishing specific routing incorporate in their 
tariffs a general rule or rules showing the rates and maximum 
lengths of routes over which they would apply, similar to the 
rule authorized in Western Cement Rates, 132 I. C. C. 273. Pro- 
vision is also made in the relief order for extension of the relief 
to points which may hereafter be developed. Commissioners 
McManamy and Lee dissented because of the absence of an 
equidistant limitation. Commissioner Porter noted a dissent. 
Findings in prior report, 87 I. C. C. 451, 188 I. C. C. 63, 144 
I. C. C. 585, and 148 I. C. C. 122, were modified. Orders entered 
in connection therewith were vacated as of November 17. 


Grain Demurrage 


No. 26474, Minneapolis Traffic Association vs. C. B. & Q. 
et al., and two sub-numbers thereunder, Same vs. Same, Victoria 
Elevator Co. vs. Same, No. 26546, Duluth Board of Trade vs. 
Same, and No. 26547, Same vs. Same. By division 4. Dismissed. 
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Demurrage rules and charges and reconsignment charge, grain 
and flaxseed held on tracks at Minneapolis and Duluth, Minn, 
for inspection and disposition, not unreasonable or unduly preju. 
dicial. The rules and charges were alleged to be unreasonable 
and unduly preferential of practically all other midwestern grajp 
markets, except Kansas City, Mo. 


No. 26629, Kroger Grocery and Baking Co. vs. B. & O. et al, 
By division 4. Rates charged, bananas, New York, N. Y., and 
Philadelphia, Pa., to Charleston, W. Va., between August 22, 
1932, and June 22, 1934, not umreasonable. Rates charged, 
bananas, Baltimore, Md., to Charleston, unreasonable to the 
extent that they exceeded third class rates of 73 cents prior to 
September 15, 1932, and 70 cents on and after that date. Repa. 
ration awarded. Commissioner Mahaffie noted a dissent. 


Fresh Shrimp 


No. 26781, Lakeside Fish & Oyster Co. vs. L. & N. et al. By 
division 2. Rate, fresh shrimp, carloads, Biloxi, Miss., to Chi. 
cago, Ill., unreasonable to the extent it exceeded 97 cents on 
shipments made in October and November, 1931. 


Petoskey Switching 


Ex Parte No. 104, part 2, Petoskey Portland Cement Co. ter. 
minal services. By division 6. Thirty-seventh supplemental 
report. Pere Marquette Railway Co. ordered to quit furnishing 
a locomotive for switching within the plan of the Petoskey 
Portland Cement Co. at Petoskey, Mich., not later than Sep. 
tember: 23. The report said that to the extent the respondent 
furnished a locomotive for performing industrial service for the 
cement company without charge, the carrier assumed a cost for 
which it was not compensated and the cement company received 
the benefit which was preferential and to which it was not en. 
titled under the line-haul rate which it paid. 


COMMISSION ORDERS 


No. 11764, in the matter of intrastate rates within the state of 
Texas. Order of February 12, 1921, with respect to intrastate pas- 
senger fares suspended from October 1, 1935, to and including March 
31, 1936, on third supplemental petition of Abilene & Northern et al. 

No. 11775, in the matter of rates, fares and charges within Ark- 
ansas. Order of December 6, 1920, with respect to intrastate pas- 
senger fares suspended from October 1, 1935, to and including March 
31, 1936, on third supplemental petition of Ashley, Drew & Northern 
Railway Co. et al. 

No, 11863, Louisiana rates, fares and charges. Order of Febru- 
ary 15, 1921, with respect to intrastate passanger fares suspended 
from October 1, 1935, to and including March 31, 1936, on third sup- 
“2 petition of the Chicago, Rock Island & Pacific Railway Co. 
et al. 

No. 27023, Carolina Shippers’ Association, Inc., et al. vs. A. C. L 
et al. Andrews & Knowles Produce Co. dismissed as a party com- 
plainant to this proceeding. 

_ Finance No. 10767, Chicago & North Western Railway Co. bonds. 
Chicago & North Western Railway Co. wishing to withdraw its ap- 
plication for authority to issue $9,084,000 of general mortgage 5 per 
cent bonds to be pledged and repledged from time to time as col- 
lateral security for any note or notes which may be issued by it, ap- 
plication ordered dismissed. 

Finance No. 9778, St. Louis-San Francisco Railway Co. receivers’ 
reconstruction loan. Certificate approving a loan of $3,000,000 dated 
February 25, 1933, revoked and application of the receivers dismissed 
no loan having been made pursuant to the terms of the certificate. 
Revocation was also due to the fact that the St. Louis-San Francisco 
was in reorganization proceedings under section 77 of the Bankruptcy 
act, and in the hands of trustees. 

I. and S. No. 4081, potatoes and vegetables from west and north- 
west; No. 25412, Dawson Produce Co. et al. vs. A. T. & S. F. et al.; 
No. 25706, Dawson Produce Co. et al. vs. A. T. & S. F. et al.; No. 
17166, Turner-Altus Co. et al. vs. A. T. & S. F. et al.; No 
26166, Nash-Finch Co. et al. vs. A. T. & S. F. et al.; No. 26897, 
Chamber of Commerce of Greeley, Colo., vs. Union Pacific et al.; 
No. 26899, Board of Railroad Commissioners of the State of South 
Dakota et al. vs. A. T. & S. F. et al., and fourth section application 
No. 15729, potatoes from northwest points to the southwest. Petition 
of July 19 for postponement of date for filing briefs and request for 
service of a proposed report, filed by the Far North Potato Associa- 
tion and others, denied. 

No. 26967, Pennsylvania Coal & Coke Corporation vs. Pennsyl- 
vania et al. Commonwealth of Massachusetts permitted to intervene. 

Finance No. 10448, Kansas City & Westport Belt Railway Co. 
securities. Application for authority to issue 300 shares of common 
capital stock without nominal or par value and $180,000 of secured 
5 per cent serial notes, denied. The denial was based on the fact 
that April 17, 1934, the Commission had denied authority to the 
Belt Railway to acquire control by lease of tracks and gperation 
under trackage rights over other tracks, of the Kansas City Public 
Service Co. and that such denial made it unnecessary for the 
applicant to issue the mentioned securities. 


DANGEROUS ARTICLES RULES 


The Commission, by Commissioner McManamy, to whom 
the matter was assigned in No. 3666, the case in which the 
Commission prescribes amendments to regulations for the trans- 
portation of explosives and other dangerous articles, has approved 
regulations for the transportation of explosives and other danger 
ous articles in freight, express and baggage services by rail 
and regulations for transportation by water, with regard to 
many articles in the two classes mentioned, effective on and 
after November 1. The amendments are published in mimeo 
graphed form in a report of twenty-seven pages, 
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GEORGIA FERTILIZER RATES 


RECOMMENDATION that rates on fertilizer, and fertilizer 

materials ordered by the Georgia commission, effective 
March 20, 1935, lower than the interstate rates, be brought to the 
level of the latter has been made by Examiner J. P, McGrath, in 
No. 26950, Georgia fertilizer and material rates. McGrath said that 
the record established that the interstate rates on those com- 
modities in Georgia were just and reasonable; that intrastate 
trafic in Georgia moved under substantially the same circum- 
stances and conditions as interstate traffic to, from and through 
that state. 

Examiner McGrath said that the Commission should find that 
the maintenance of intrastate rates, carloads and less carloads, 
on the traffic in question on a lower basis than the corresponding 
rates for interstate transportation resulted and for the future 
would result in unjust discrimination against interstate com- 
merce. This proceeding was instituted on petition of the prin- 
cipal railroads operating in Georgia. Examiner McGrath said 
that the estimated total reductions in the gross revenues of all 
respondents, exclusive of 14 short or weak lines, which did not 
show definitely the basis of a loss of $22,400 a year, would 
aggregate in excess $222,000 a year, based on the tonnage han- 
dled in 1934. 

As to truck competition the examiner said it was shown that 
some competition was met by the complaining railroads. But, 
according to the carriers, he said, fertilizer manufacturers gen- 
erally preferred to ship by railroad, and that the preponderance 
of the trucking was done by farmers with their own trucks for 
distances of 25 miles and less. Op the basis of a 30-day survey 
made by the National Fertilizer Association, said the examiner, 
the Georgia commission estimated that somewhat more than 
46,500 tons of fertilizer would be moved by motor truck in 1935. 

There was no affirmative evidence, said the examiner, that 
truck competition would be increased if the intrastate rates were 
advanced to the level in effect immediately prior to the reduc- 
tion in rates ordered by the Georgia commission. The railroads, 
he said, asserted that they had not regained any of this traffic 
from motor trucks under the reduced intrastate rates. The 
testimony of the railroad traffic officers was that they confidently 
expected that the entire amount of the revenue reductions under 
the intrastate rates would be regained if those rates were restored 
to their formel level. 

The Georgia commission, in defense of its order, contended, 
in substance, Examiner McGrath said, that respondents had not 
proved their case; but that, if this Commission found otherwise, 
the interstate rates were unreasonable and, conversely, that the 
intrasate rates prescribed by it were reasonable for application 
on this traffic. Its position, he said, was that the interstate rates 
were higher than the value of the service, and also higher than 
the traffic would actually bear. 

In connection with the discussion with truck rates Examiner 
McGrath said it might be observed that although the Georgia 
commission in effect contended that the interstate rates for all 
distances corresponding to those for which reductions were pre- 
scribed by it in the intrastate rates were higher than the 
traffic would actually bear, the evidence showed that the’ pre- 
ponderance of the movement by truck was for distances of 50 
miles or less. McGrath said it might be noted, also, that the 
Commission had heretofore held that it was without authority 
to order rail carriers to reduce their rates to meet motor truck 
competition, and that the initiative in this field should be left 
to the railroad managers. 


OHIO LIME TO EAST 


A readjustment of the rates on lime from points in Ohio to 
eastern trunk line territory and within that territory, except 
Intrastate within the latter ferritory, has been proposed by 
Examiners Leo J. Flynn and Joseph G. Cooper in No. 25589, Ohio 
Lime Manufacturers et al. vs. Pennsylvania et al. The report 
also embraces I. and S. No. 4065, lime from, to and between 
eastern trunk line points, and fourth section application No. 
15733, lime in trunk line and central territories. 

___ The examiners recommend this revision on a proposed find- 
mn! that the rates from producing points in Ohio to the east 
Ona rates within the eastern territory are unduly prejudicial to 
in 10 shippers and producers and unduly preferential of shippers 

eastern trunk line territory. They propose that the rates 


The Traffic World 


Proposed Reports in I. C. C. Cases 








PAGE 221 








hereinbefore referred to, on lime, common, hydrated, quick or 
slaked (other than fluxing, not ground, in bulk), in eastern terri- 
tory, be found unduly prejudicial and preferential to the extent 
that the rates are less, distance considered, than those from 
Ohio. They further recommend that the Commission find that 
intrastate rates within eastern territory have not been shown 
to be unduly prejudicial to shippers of lime from Ohio to that 
territory or to place an undue burden on interstate commerce. 

In the suspension proceeding the carriers proposed a revision 
of rates from, to and within eastern trunk line territory. The 
examiners recommended that the proposed rates from, to and 
within the eastern territory for distances in excess of 55 miles 
be found not justified, without prejudice to the filing of schedules 
naming rates on the basis hereinafter set forth. The carriers 
also proposed a revision between points in central territory, The 
examiners said the Commission should find that the proposed 
central territory rates had been justified and that with respect 
to them this proceeding should be discontinued, Carriers also 
proposed rates from Mosher and Ste. Genevieve, Mo., to points 
in eastern territory which were suspended. 

The examiners proposed that for the future the Commission 
find that maximum, reasonable rates on lime, minimum 30,000 
pounds from Mosher and Ste. Genevieve to eastern territory, be- 
tween central and eastern territories, and within eastern terri- 
tory, would be rates based on the distance scale of rates pre- 
scribed in Eastern Lime Manufacturers Traffic Bureau vs, A. & B. 
B. R. R. Co., 112 I. C. C. 7, subject to grouping of origin points 
and computation of distances hereinafter set forth, and that rea- 
sonable rates on lime, minimum 50,000 pounds, from, to and be- 
tween the same points should not exceed 80 per cent of rates 
based on that scale. The examiners further said that rates on 
fluxing lime on a lower level than on other lime would result 
in unjust discrimination to the latter. 

A further recommendation was that the proposed rates on 
lime, common, hydrated, quick or slaked (other than fluxing, 
not ground, in bulk) in eastern territory, for distances less than 
55 miles, had not been justified, with respect to rates subject to 
a minimum of 50,000 pounds, and that schedules proposing them 
should be ordered canceled without prejudice to the filing of 
schedules proposing rates on such lime, minimum 30,000 pounds, 
on the same basis as rates on that minimum under the suspended 
schedules. They also recommended that the proposed origin 
groups be found to have been justified and that the maximum 
reasonable rates herein recommended should be published t>» 
apply from those groups and should be based on the average 
short-line distance from all points in the groups to each destina- 
tion to which rates were published. 

As to the fourth section feature of the proceeding the ex- 
aminers said the respondents should be authorized to estab- 
lish and maintain, on lime, between points considered within 
the report, over existing routes, over which they had relief 
with respect to the class rates contemporaneously maintained 
from and to the same points, the lowest rates that might be 
constructed over any route on the basis recommended in these 
proceedings, and to maintain higher rates from, to and between 
intermediate points provided that the intermediate rates should 
not exceed rates proposed in these proceedings, and should not 
exceed the lowest combinations. 

Respondents, the examiner said, should also be authorized 
to establish and maintain, on dry building mortar, carloads, 
between the points herein considered, over existing routes, over 
which they had relief in respect of the class rates contem- 
poraneously maintained, the lowest rates that might be con- 
structed over any route on the basis described in the appli- 
cation, without regard to the long-and-short-haul part of sec- 
tion 4, subject to the usual limitations. 

The formal complaint was made by lime producers in 
northwestern Ohio. The Ohioans alleged that the rates to des- 
tinations in Pennsylvania, New York, Maryland, New Jersey, 
Delaware, West Virginia, Virginia, and the District of Columbia, 
the New England states, and to destinations in so-called 60 
and 67 per cent territories in eastern Ohio and West Virginia, 
were, and would be, unduly prejudicial to them and unduly 
preferential of their competitors producing lime at various 
points in Pennsylvania, Connecticut, Massachusetts, New Jersey, 
New York, Vermont, Maine, Maryland, and the Virginias, in 
violation of sections 3 and 13. 

Hearing on the complaint, the examiner said, was postponed 
from time to time, the complaint having been filed in October, 
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1932, at the request of interested parties. They represented cated algebraic formula. It said the presumption was that Con. thirt 
that in all probability an adjustment would be worked out and gress intended a simpler method when it enacted the section one-I 
established which would satisfy the complainants and shippers in question. The applicant of the formula, the Commission said, of sé 
of lime generally and place rates within eastern territory on would enable carriers of poor credit, whose treasury bonds must come 
a uniform basis. No agreement, however, was reached. Sched- be appraised at low figures when offered as collateral, to issue year 
ules, they said, were filed to become effective December 20, more short term notes without its authorization than a carrier , 

1934, seeking to establish uniform alternative rates and vary- having sound credit and whose treasury bonds were selling at up ti 
ing minimum weights within eastern territory, between points a premium. . year 
in eastern and central territories, and from Mosher and Ste. The applicant, the report said, urged that the interpretation first 
Genevieve to points in eastern territory. The proposals were which it advanced should be adopted, as otherwise the provi. aver’ 


sions of section 20a would be read to create new classes of 
crime when the purpose to do so was not plain. Answering $62,7 
that, the Commission said that section 20a (11) provided that 
certain types of persons who knowingly assented to or concurred 
in the issue of securities forbidden by the section were guilty 
of a misdemeanor and were subject to certain penalties. It was 


suspended to July 20, but postponed to a later date by the 
carriers, 


PROPOSED REPORTS 


Postal Card Rating 





No. 26806, United States of America vs. B. & O. et al. By well settled, said the report, that a statute which contained aban 
Examiner George M. Curtis. First class rating, in official, south- C©Timinal provisions must be strictly construed. That meant, it = 
ern, western and Illinois classifications, postal cards, carloads, 52/4, only that cases not clearly embraced in the statute must 4 
minimum 30,000 pounds, when shipped for account of the United 20°t be brought within its provisions and that cases that were = “ 
States government on government bills of lading, in cars pro- 0PViously within it should not be excluded by narrow, technical “rt 
tected by government locks or seals, proposed to be found unrea- pol forced construction of words. Section 20a, the report con- es , 
sonable to the extent it may exceed a rating of second class, [imued, was both remedial and penal. In case of such a statute, —s : 
minimum 36,000 pounds, The examiner said that nothing herein ‘t added, the clause imposing the penalty might require a strict = 
should be taken to preclude consideration of a proper rating for C0nStruction in a proceeding against the alleged wrong doer; ait 
private shippers, if any. The complaint was against the rating Wile the part that was remedial was to be liberally construed. a 
which was established following the findings of the Commission The Commission said that a note of $2,000,000, dated Sep. a 
in United States vs. A. & V., 40 L C. C. 405. tember 29, 1934, to the National Sawmut Bank of Boston, a note venl 

. , . of $200,000, dated September 28, 1934, to the First National Bank hand 

Crates and Carriers of Boston, and a note of $100,000, dated October 2, 1934, to the pe 

, , National Rockland Bank of Boston, Mass., the first having been coul 

et a" Ga aes ee Geen BE ony issued on January 4, 1935, and the other two on January 7, pn 
: gem 3 1935, at times when each note, together with all other notes It sa 

Rates charged, crates, knocked down, and inside carriers, set up, ‘ # - ‘ 
in mixed carl : sa i of the applicant of a maturity of two years or less exceeded 5 be ii 
oads, Dyer, Tenn., to Hanceville, Jemison, and er cent of the azeregat unt of th li t? st fairl 

Thorsby, Ala., proposed to be found inapplicable in some in- conthalites such be wa estan ates ian scueenling. won susti 
oan ig in undercharges, but not unreasonable or other-  \5iq and should be replaced by new notes. m9 
‘ postales ercatesllan vaso 51: 

By the Car Rate Cc. & |. L. ABANDONMENTS mon 

No. 26834, A. Bender & Sons vs. C. C. C. & St. L. et al. By Examiner J. S. Prichard, in a proposed report in Finance 
Examiner Herbert P. Haley. Rate or charge, 8 cents a 100 No. 10823, Chicago, Indianapolis & Louisville Railway Co. pro- Cent 
pounds, of the L. & N. on carload traffic from Cleves and St. posed abandonment, has recommended that the carrier be per- “ 
Bernard, O., to Newport, Ky., proposed to be found unreasonable mitted to abandon its branch line extending from a connection 
to the extent that it exceeded $12.50 a car. Reparation of $55.20 with its main line at McCoysburg to a point about 4 miles north ner 
proposed. of Dinwiddie, 35.942 miles, all in Jasper and Lake counties, Ind. “7 

Grain The examiner said the record clearly showed that neither the = 

No, 26817, Globe Grain & Milling Co. vs. C. B. & Q. et al. By Present nor prospective volume of traffic over the branch was 
Examiner P. F. Mackey. Dismissal proposed. Applicable rate, ‘SUfficient to warrant its continued operation. 
grain, originated at points in transcontinental group G, stored at In a proposal in Finance No. 10824, Chicago, Indianapolis & 

Council Bluffs, Ia., thence reshipped to Los Angeles, Calif, and Louisville Railway Co. abandonment, Examiner C. P. Howard No 
there diverted or reconsigned to Monrovia, Cal., proposed to be has recommended that the Commission permit the applicant to 
found to have been the Burlington’s local rate of 15 cents fron abandon that part of its so-called Bedford and Bloomfield branch 
Exeter and Stromsburg, Neb., to Council Bluffs, plus the trans- extending from Avoca to Switz City, 33.75 miles, all in Lawrence ms . 
continental rate of 61 cents from Council Bluffs to Monrovia, #24 Greene counties, Ind. The examiner said residents and prop- trot 
and not unreasonable or unduly prejudicial. Shipments not mis- ¢@rty owners might sustain some loss and inconvenience from ich 
routed. Provisions in the transit tariffs of the C. R. I. & Pp. the abandonment sought, but they did not furnish sufficient traffic i 
relating to storage of grain at Council Bluffs and other Missouri ‘© SUPport the line and could not reasonably expect the applicant * 
River transit points, the examiner said, had not shown fo have +o continue its operation at a loss indefinitely in order to preserve 
been or to be unreasonable or unduly prejudicial. the value of their business and property. 0 
NEW HAVEN NOTES WESTERN PACIFIC REORGANIZATION —"' 

In Finance No. 10729, New York, New Haven & Hartford The Commission has docketed in Finance No. 10913 the peti- Mis 
Railroad Co. notes, the Commission, by division 4, has modified tion of the Western Pacific Railroad Co., in the proceedings for ser 
its previous order, 202 I. C. C. 721, so as to authorize the appli- the reorganization of this railroad, filed in District Court of the syst 
cant to deliver to holders of a like face amount of void notes, United States, for the northern district of California, southern the 
$15,471,888.44 of promissory notes instead of $13,171,888.44 of division, The petition states that there became due on March hy Tece 
such notes as heretofore authorized. 1935, interest of $1,231,252.50 on first mortgage bonds of the pro) 

In the prior report the Commission authorized the applicant debtor and there was also payable other interest accrued and in t 
to issue $19,821,888.44 of promissory notes, $13,171,888.44 for de- unpaid as of June 30, 1935, consisting of $204,324.13 to the Re- tha’ 
divery to holders of a like face amount of promissory notes construction Finance Corporation, $53,922.73 to the Railroad tain 
which it found to be void, and $6,650,000 in renewal of extension Credit Corporation, $374,985 to A. C. James Co., and $1,018,852.76 eng 
of a like face amount of notes which it found to be valid. In to the Western Pacific Railroad Corporation. The debtor, accord- car 
a supplemental application the New Haven asked the Commis-_ ing to the petition, is unable to meet these debts and desires to rele 
sion to modify, in certain particulars, its findings of fact and effect a plan of reorganization and has prepared a plan of for 
conclusions in the report filed with and made part of the order reorganization. trie 
of January 30, 1935, and amend the report to conform with the The reorganization plan stated that the present capitaliza- tral 
report when modified as requested. tion amounted to $147,240,343, and that under the proposed whi 

The notes with which the report dealt were issued by the capitalization, assuming no conversion of series B bonds in stock, equ 
New Haven in violation, as the Commission found, of section it would amount to $75,648,954 plus 300,000 shares of new com- nog 
20a (9), because in excess of the amount the carrier might is- mon stock, and that, assuming conversion of all series B bonds e 
sue without permission from it. The Commission said that if into stock it would amount to $56.068,525 plus 887,412 shares of th 
it adopted the formula urged by the New Haven as coming _ stock. an 
within the meaning of the section in question further issues of The proposed capitalization of $75,648,954 plus 300,000 shares ps 
notes and pledges of bonds could go on indefinitely. Calculations includes $2,994,065 of equipment trust certificates to be undis- my 
of the exact amount of short term notes that might thus be . turbed; $15,675,900 of fixed four per cent interest thirty-year first me 


issued, the Commission said, required the use of a very compli- 


mortgage bonds; $10,000 of first four—four and one-half per cent 
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thirty year first mortgage bonds; $19,580,429 of series A five and 
one-half per cent fifty year mortgage income bonds; $19,580,429 
of series B five and one-half per cent fifty year convertible in- 
come bonds; and $7,818,131 of junior lien 6 per cent seventy-five 
year income bonds. 
"Tt is proposed that the RFC shall provide for rehabilitation 
up to $10,000,000 by the purchase of that amount of the thirty 
year bond, on which the interest is to be four per cent for the 
first 10 years and at such higher rate thereafter to make an 
average yield of four and one-half per cent. 

The present total fixed interest debt of the company is 
$62,785,921. Under the proposed plan it will be $28,669,965. 


N. Y. C. ABANDONMENT 


In Finance No. 10646, New York Central Railroad Co. et al. 
abandonment, the Commission, by division 4, has issued a cer- 
tificate permitting abandonment by the Battle Creek & Sturgis 
Railway Co. of that part of its line extending from a point 0.2 
mile south of Battle Creek southerly to a point about 0.9 mile 
north of Sturgis, approximately 40.03 miles, all in Calhoun, Branch, 
and St. Joseph counties, Mich., and abandonment of operation of 
the line by the New York Central and the Michigan Central. 
The New York Central acquired control of the Michigan Central, 
which operated the property. 

The Commission said that while it was true that the aban- 
donment of the line would impose some hardships and incon- 
yenience on certain shippers, especially those engaged in the 
handling of the so-called heavier commodities such as coal, lum- 
ber, and grain, the fact was that most of the remaining traffic 
could be trucked to stations on other lines instead of to East 
Leroy, Athens, and Leonidas at little, if any, additional expense. 
It said that certainly the expense and inconvenience which would 
be imposed on the persons now served by the branch was not 
fairly comparable with the losses that had been and would be 
sustained by the applicants. Net deficits resulting from opera- 
tion of the line were stated as follows: 1929, $96,784; 1930, $70,- 
751; 1931, $54,895; 1932, $30,991; 1933, $28,655, and first nine 
months of 1934, $22,504. 

The Commission said the income account of the New York 
Central showed that its net income had declined steadily from 
$78,277,292 in 1929 to deficits of $18,256,400 in 1932, $5,412,514 
in 1938, and $4,668,689 in the first nine months of 1934. It said 
that under the circumstances the continued operation of the 
branch line would impose an undue burden both on the applicants 
and on interstate commerce. 


K. C. & W. B. ACQUISITION 


In a report on reconsideration and argument in Finance 
No, 10447, Kansas City & Westport Belt Railway Co. proposed 
operation, etc., the Commission has affirmed the report and 
order of division 4, in 202 I. C. C. 438, denying the application of 
the Kansas City & Westport Belt for authority to acquire con- 
trol, by lease, of certain tracks and operation under trackage 
rights over other tracks of the Kansas City Public Service Co., 
in Kansas City, Mo., and Kansas City, Kan. 

Commissioners Porter and Aitchison, dissenting, favored the 
granting of the application. The report stated that Chairman 
Tate and Commissioners Lee and Mahaffie did not participate 
in the disposition of the proceeding. ° 

The applicant, according to the report, was incorporated in 
Missouri in 1897 and formerly operated freight and passenger 
service over a subsurban line, In 1916, it became a part of the 
system of the Kansas City Railways Co., predecessor in title of 
the Kansas City Public Service Co., which as a result of the 
receivership of the predecessor company and the sale of its 
Properties at foreclosure in 1926, acquired the beneficial interest 
in the applicant’s capital stock, consisting of 250 shares. Since 
that time the corporate existence of the applicant has been main- 
tained, said the report. The report said the service company was 
engaged primarily in the transportation of passengers by street 
car and bus within the metropolitan area of Kansas City. Toa 
relatively minor extent it had provided an electric freight service 
for the switching of cars between the steam lines and the indus- 
tries located on the street railway. It was now proposed to 
transfer this freight business to the applicant, said the report, 
Which would purchase from the service company all its freight 
equipment, lease the industry tracks, and operate under track- 
age rights over such other tracks of the street railway as might 
be required, 

The Commission said the record failed to make any showing 
that the public interest would be promoted by the plan in ques- 
tion, and that there would be no general or specific saving to the 
Service company, the applicant or the public. Instead, it said, 
it must be assumed that there would be created a possibility of 
lcreases in cost of operation under the proposed contracts, 
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besides the cost of maintaining a separate operating corpora- 
tion. In short, it said, all indications pointed to the creation of a 
situation that would be detrimental rather than beneficial to 
the public interest. 

The report said that the necessity for the plan was said to 
arise from the fact that in many instances the federal statutes 
excluded from their operation street, suburban, and interurban 
electric railways, which, in every instance of such exclusion, 
raised the question of what constituted a railway within the 
meaning of those terms. However, said the Commission, despite 
the fact that the present mode of operation had been in effect 
since 1916, the applicant apparently was unable to point to any 
specific instance in which any trouble or expense had been 
imposed on the service company by reason of alleged conflicts in 
jurisdiction. 


M. & ST. L. ABANDONMENTS 


The receivers of the Minneapolis & St. Louis Railroad Co., 
Lucien C. Sprague and John Junell, in several applications, have 
applied to the Commission for authority to abandon and dismantle 
certain parts of the Minneapolis & St. Louis. These lines are 
excluded from the plan providing for distribution of the M. & 
St, L. among connecting lines. 

In Finance No. 10907, the receivers ask authority to aban- 
don approximately 44 miles of line between Angus and Kalo 
Junction, in Boone and Webster counties, Ia. This line closely 
parallels another line of the M. & St. L. between Angus and 
Tara, and the local traffic between Angus and Kalo Junction is 
insufficient to warrant continued operation, according to the 
receivers. 

In Finance No. 10908, the receivers ask authority to abandon 
approximately 13.6 miles of line between G. & M. Junction and 
Montezuma, in Poweshiek county, Ia. The receivers said other 
forms of transportation had made such inroads on the traffic on 
this branch that the remaining traffic was not sufficient to war- 
rant its continued operation. 

In Finance No. 10909, the receivers ask authority to abandon 
approximately 36.9 miles of line between Spencer and Storm 
Lake, in Clay and Buena Vista counties, Ia. The receivers said 
the traffic on this section was insufficient to warrant continued 
operation, particularly in view of the extensive bridge repairs 
and high maintenance costs. 

In Finance No. 10910, the receivers ask authority to abandon 
approximately 16.1 miles of line between Newburg and Van Cleve, 
in Jasper and Marshall counties, Ia. The receivers said other 
forms of transportation had made serious inroads on the traffic 
on this branch and that the remaining traffic was insufficient to 
warrant its continued operation. 

In Finance No. 10911, the receivers ask authority to abandon 
approximately 15.1 miles of line between Algona and Corwith, in 
Kossuth and Hancock counties, Ia. The receivers said other 
forms of transportation had made such inroads on the traffic 
on this branch that the remaining traffic, which was entirely 
local, was not sufficient to warrant continued operation. 


SANTA FE CONSTRUCTION 


In Finance No. 10845, A. T. & S. F. et al. construction and 
operation, the Commission, by division 4, has authorized a change 
in the route of a proposed branch line in Grundy County, Il. 
In the previous report, 207 I. C. C., the Commission author- 
ized the Santa Fe and the Alton to construct a line jointly 
from a point near Pequot to a connection with the Elgin, Joliet 
& Eastern and to operate, under trackage rights, over Joliet 
and to construct a line from the connection, in all a distance 
of about 5.52 miles. As it has been modified the certificate 
authorizes them to change the line somewhat so as to avoid 
construction on recoverable coal. The estimated cost of con- 
struction of the modified line is $130,748 as compared with an 
estimated cost of $134,822 under the original plan. 


CHESAPEAKE & OHIO ABANDONMENT 


The Commission, on further hearing, in Finance No. 10139, 
Chesapeake & Ohio Railway Co. abandonment, has modified 
the original finding, 202 I. C. C. 276, that the present and future 
public convenience and necessity permit the bandonment by 
that carrier of a branch line in Lewis and Carter Counties, Ky. 
It has vacated the certificate as to the part of the line between 
Garrison and Poplar Spur, Ky. In the first report division 4 
authorized the bandonment of the Carter branch extending from 
Garrison through Poplar Spur (Poplar) and Carter, to Gesling, 
a distance of 21.51 miles. 

Local interests which had opposed abandonment asked that 
the Garrison-Poplar segment be retained in service at least long 
enough to demonstrate public need for this part of the line under 
improving economic conditions, They contended, the report said, 
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that the branch’s traffic increased substantially in 1934; that 
the Garrison-Poplar segment was in as good condition as before 
a washout, which had been a factor in the abandonment proceed- 
ing, if not better, ard needed no further expenditures other than 
ordinary maintenance; that the protestants ought to have further 
opportunity to demonstrate the need for continued operation 
under improving economic conditions and that the applicant was 
well able to afford the territory such an opportunity. 

The Commission said that no sufficient reason had been 
made to appear for restoration of the segment from Poplar to 
Gesling. It added that the record left it in doubt as to the traffic 
prospect on the main branch. This doubt, the Commission said, 
must be resolved in favor of the public, for, abandonment of 
the branch at this time would work excessive hardship in the 
territory by practically isolating its industries from their mar- 
kets. It said the line should be continued in operation for 18 
months after July 1. 


LOANS TO RAILROADS 


In a supplemental report in Finance No. 9498, Ashley, Drew 
& Northern Railway Co. reconstruction loan, the Commission, 
by division 4, has approved an extension for three years from 
August 19 of a loan of $350,000 from the Reconstruction Finance 
Corporation to the Ashley, Drew & Northern. The carrier has 
repaid $50,000 of the original loan for $400,000. The Commission 
found that the company was not in need of financial reorgan- 
ization in the public interest at this time. 

In Finance No. 10642, Lehigh Valley Railroad Co. reconstruc- 
tion loan, a supplemental application dated June 10 has been 
dismissed at the request of the applicant. The supplemental 
application was for a modification of the report and certificate 
dated October 29, so that the Lehigh Valley might obtain release 
of the Lehigh Warehouse & Transportation Co. mortgage of 
$486,000 pledged as collateral. After conference with the Com- 
iwnission’s Bureau of Finance the Lehigh Valley decided that it 
would not press its application for release of the warehouse 
mortgage embraced in the collatral for a loan to the Lehigh 
Valley of $3,000,000 by the RFC. 

In a supplemental application in Finance No. 9336, the 
Missouri Southern Railroad Co. has asked the Commission to 
approve extension by the RFC of the maturity date of a loan 
to the carrier of $99,200. The loan matures October 7. The 
applicant desires an extension to October 7, 1940. 





FINANCE APPLICATIONS 


Finance No. 10912. The Colorado & Southern Railway Co. asks 
authority to abandon part of its Falcon line branch, 65.16 miles, ex- 
tending from Connors to Falcon, Colo. The applicant said for several 
years the traffic had been decreasing and had become so light as to 
no longer justify maintenance and operation. It said a very large 
part of the traffic in the territory tributary to the line which was 
formerly carried on the railroad, was now transported by motor 
vehicles over the highways. It said large parts of the lines, partic- 
ularly south of Elizabeth, with several of the structures and facilities 
thereon, lately had been destroyed by floods, and as a result the 
line was not passable or usable south of Elizabeth. 

Finance No. 10914. Cowlitz, Chehalis & Cascade Railway asks for 
authority to issue $55,000 of additional notes covering loans from the 
proprietary companies, Great Northern, Northern Pacific, Chicago, 
Milwaukee, St. Paul & Pacific and the Oregon-Washington Railway 
& Navigation Co., and approval of notes heretofore issued amounting 
to $20,422.84. 

Finance No. 10915. Bartlett Western Railway asks for permission 
to abandon the whole of its line extending from Bartlett to Florence, 
Tex., a distance of about 23 miles. The total of lines marked for 
abandonment is about 28 miles. The applicant said its revenues had 
steadily declined since 1929 with but little hope of increase due to 
truck competition, and reduction in cotton rates, cotton being its 
principal tonnage. Recent destruction of bridges, with no hope of 
procuring a loan of as low as $5,000 from the RFC, the application 
indicated, was the immediate cause for making the application. 


PETITIONS FOR REHEARING, ETC. 


No. 25690, Cities Service Oil Company et al. vs. Alton et al. De- 
fendants ask for reconsideration and modification of supplemental 
report of June 25, 1935. 

1. and S. No. 4009, furniture from, to and between the southwest. 
Southwestern lines ask the Commission to reopen, reconsider and 
modify its order of May 22, 1935. 

No. 26763, Morton Salt Co. vs. A, & R. et al. Morton Salt Co. 
asks for rule and order on certain carriers defendant to supply data. 

No. 21689, Richmond Mica Corporation vs. A. C. L. et al., and No. 
22192, J. B. Preston Co., Inc., et al., vs. C. C. & O. et al. Defendants 
ask for relief from the maintenance provisions of the orders in these 
proceedings. 

No. 19984, Auburn Automobile Co. vs. Pennsylvania et'al. De- 
— ask for modification of report and order entered January 15, 

No. 26662, Fedders Manufacturing Co., Inc., vs. C. C. C. & St. L. 
et al. Fedders Manufacturing Co., Inc., asks the Commission to 
grant a reconsideration. 

Ex Parte No. 104, part 2, Celotex Co. terminal allowance. Celo- 
tex Co. and Colin C. Bell and W. Tracy Alden, trustees, ask the Com- 
mission to vocote and set aside its twenty-third supplemental report 
and order issued July 11, 1935, to set aside its original report entered 
May 14, 1935, and to grant a rehearing. 

No. 11776, in the matter of intrastate fares and charges of the 
Cc. B. & Q. and other carriers between points in the state of Minne- 
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sota. Chicago, Burlington & Quincy Railroad Co. et al. ask the 
Commission to suspend for a further period of 6 months from Octobe 
1, 1935, to March 31, 1936, inclusive, the order entered on Decembe; 
Ve as amended by orders entered March 29, 192], and June 9 

he | 

No. 11860, in the matter of intrastate rates and fares of the C, p 
& Q. and other carriers in the state of Montana, Chicago, Milwaukee 
St. Paul & Pacific Railroad Co. et al. ask the Commission to suspenj 
for a further period of six months from October 1, 1935, to March 3) 
1936, inclusive, the order entered January 11, 1921, as amended by 
order entered March 29, 1921. 

No. 12085, in the matter of intrastate rates, fares and charge: 
of the C. M. & St. P. and other carriers in the state of North Dakota 
Chicago & North Western Railway Co. et al. ask the Commission to 
suspended for a period of 6 months from October 1, 1935, to March 3) 
1936, inclusive, the order entered May 3, 1921. y 

Ex Parte No. 104, part 2, Minnesota By-Product Coke Co. ter. 
minal allowance. Koppers Gas & Coke Co., successor to Minnesota 
By-Product Coke Co., asks the Commission to reconsider this pro. 
ceeding so far as it relates to their plant and to vacate and set aside 
its twelfth supplemental report and the order issued on June 24, 1935 
and to set aside the main report entitled, Propriety of Operating 
Practices—Terminal Services, 209 I. C. C. 11. 

No. 26581, Crane Enamelware Co. vs. Alton et al., and I. and §, 
No. 3999, plumbers’ goods from, to and between the south. Petition 
for reconsideration, dated June 14, having been denied by division 4 
Standard Sanitary Manufacturing Co. asks that the petition be sub. 
mitted to the entire Commission. 

No. 26344, The Mead Corporation vs. A. C. & Y. et al. De. 
fendants ask for postponement of the effective date of order of June 
24, 1935. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 10871, Florida East Coast 
a tame Company Abandonment, permitting the Florida East Coast 
Railway Company and its receivers to abandon a branch line of 
railroad in Palm Beach County, Fla., approved. 

Report and certificate in F. D. No. 10858, St. Louis-San Fran- 
cisco Railway Company Abandonment, permitting the St. Louis-San 
Francisco Railway Company and its trustees to abandon part of 
an interchange track in Newton County, Mo., approved. 

Supplemental report and order in F. D. No. 50, Chicago & West- 
ern Indiana Bonds, and F, D. No. 4581, Bonds of Chicago & Western 
Indiana Railroad, granting authority (1) to extend from September 
1, 1935, to March 1, 1937, the maturity of $512,000 of a $1,000,000 
collateral-trust note, and (2) to pledge not exceeding $663,000 of 
first and refunding mortgage bonds, series A, as security for the 
note, approved. 

Report and certificate in F. D. No. 10848, Pennsylvania Railroad 
Company Abandonment, permitting the Pennsylvania Railroad Com- 
pany to abandon branch lines and parts of branches, aggregating 
25 miles, in Centre, Clearfield, Clinton, Fayette, Jefferson, Somerset 
and Westmoreland Counties, Pa., approved. 

_ Report and order in F. D. No. 10876, Long Dock Company Lease, 
approving and authorizing lease by the Erie Railroad Company of the 
railroad lease by the Erie Railroad Company of the railroad and cer- 
tain properties of the Long Dock Company for a further term of 50 
years from December 1, 1935, approved. 


DOOR DELIVERY CLASS RATES 


The Traffic World Washington Bureau 


An effort is being made by the traffic executives throughout 
the country to initiate less-than-carload class rates, based on 
the same general principles, to be used in store door pick-up and 
delivery service. The effort is the result, in part, of suggestions 
made in the merchandise report of J. R. Turney while he was 
chief of the Section of Transportation Service in Coordinator 
Eastman’s organization. That report, sent to the coordinating 
committees, is being handled, in accordance with the agreement 
between Coordinator Eastman and President Pelley of the Asso- 
ciation of American Railroads, by the association. 


. Owing to great differences of conditions, even on a given 
system, it is thought that the matter can be treated nationally 
only, in accordance with general principles, the object being to 
meet the competition of motor trucks in handling less-than-car- 
load freight. 


Rate organizations in the various districts are at work on 
the matter. The Western Trunk Line committee has made such 
progress that the Washington office of the Association of Amer- 
ican Railroads believes that a tariff in general line with the 
thought on the subject among the traffic executives, will be sent 
to the Commission in time to be made effective about September 
15, on statutory notice. The idea at the association offices is 
that the rate committees will file such tariffs, in accordance 
with the general principles agreed on as a result of conferences 
on the subject, as rapidly as they can be got ready. 


Attempts to meet truck competition by means of store door 
pick-up and delivery tariff provisions had their first big trial 
in the southwest. The first tariffs provided for delivery and 
pick-up at an added cost. Such tariffs did not have the hoped- 
for effect. Then so-called free pick-up and delivery was tried. 
Western Trunk lines for a considerable time, as a body, opposed 
the free service. However, a number of W. T. L, lines have filed 
tariffs providing for it, without waiting for concerted action. 
The tariff which the W. T. L. organization is expected to file, it is 
understood, will provide for so-called free service throughout 
the association territory, and supersede to a large extent, if 
not wholly, the tariffs of individual lines. 
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August 10, 1935 


REORGANIZATION OF RAILROADS 


The Trafic World Washington Bureau 


Expression of the opinion that a thorough examination into 
st financial transactions of railroad companies being reorgan- 
ized should be made before the Commission acts on reorganiza- 
tion plans has been made by Chairman Wheeler, of the Senate 
interstate commerce committee, in a Jetter addressed to Com- 
missioner Meyer as acting chairman of the Commission. Reply- 
ing to Chairman Wheeler, Acting Chairman Meyer directed at- 
tention to the Commissioner’s responsibilities under the law. 
Chairman Wheeler’s letter follows: 


Independent bondholders’ committees and investors in railroad se- 
curities have been sending me copies of their protests to the Com- 
mission against your going forward with important railroad reorgan- 
jzation proceedings before the Senate committee on interstate com- 
merce has looked into and disclosed the underlying facts with re- 
spect to those roads. Word has also come to me, from important 
sources, that efforts will be made to push reorganizations through 
with a view to retaining for corporate insiders’ control of the roads 
before there is full public disclosure of the consequences of their 
past control of those roads. 

In view of this, I am duty bound, as chairman of the Senate 
committee on interstate commerce, to call your attention to several 
considerations. The first is the adoption of the Senate on May 20, of 
Senate Resolution 71, directing an investigation of railroads, and 
specifically railroad reorganizations. The second is the selection, 
on July 5, 1935, by the Federal Coordinator of Transportation, of 
railroads to be investigated. He included for the investigation, 
among others, every major railroad in receivership or bankruptcy 
and, while recognizing that other railroads should be dealt with 
also, said: “It seems desirable . . . that railroads which are in re- 
ceivership or bankruptcy should have an important place in 
the investigation . ..’’ The Coordinator referred to ‘‘the emphasis 
in the resolution upon financial matters, including reorganizations.” 

The third fact to which I am constrained to refer is the need 
for making the Senate committee’s inquiry useful to investors during 
their current difficulties, and not merely useful for remote future pur- 
poses after the present situation has been, as reports of present at- 
tempts have recently described it, ‘‘sewed up in a bag’’ by insiders. 

The fourth fact pertinent for consideration is that whenever the 
Commission has heretofore proceeded under pressure in reorganiza- 
tion matters, the result has been to take up its time and the time and 
efforts of independent security holders on plans which had to be 
abandoned as in the Frisco Railroad in 1933, or on plans which the 
Commission approved to the ultimate loss of the investing public, as in 
the St. Paul Railway in 1928. 


Recognizing that it is the duty of the Commission to proceed with 
dispatch, I cannot fail to note that dispatch must be directed to the 
primary end of protecting the public interest and masses of in- 
vestors, that their interests are not furthered by dispatch which can- 
not protect them; that the most thorough inquiry and preparation 
should first be had before the reorganization of a half billion dollar 
railroad property is undertaken which proposes to leave the same 
financial interests in control that have admittedly been unable to man- 
age the road successfully whatever the reasons may be—also insiders 
will — care of themselves, and the ordinary public is left holding 
the sack. 

These remarks are made with full recognition of the independent 
status of the Commission and with the conviction that the Com- 
mission is acting in entire good faith, but, in view of what has gone 
on in the reorganization of some railroads in the past, I believe that 
a thorough examination into the past financial transactions of these 
roads should be had before the Commission acts on the plans sub- 
mitted by those controlling the roads at the present time. 


In his reply Commissioner Meyer said: 


We recognize the importance of the considerations you so clearly 
state. Obviously the public interest, including the interest of both 
the investors and the users, must be constantly before us in the 
performance of our administrative duties under the act of Congress, 
which makes us as well an aid to the Federal Courts in the enforce- 
ment of one class of cases arising under the bankruptcy laws. We 
have been and are mindful of our duty to dispatch business, and to 
hear those who, by law, have been accorded a right to be heard 
fully, as well as promptly; that duty we will endeavor to perform so 
as to accomplish the ends of justice, to conserve the public interest, 
and to cooperate with all other agencies of the government. What- 
ever time is reasonably necessary under our practice is as of right 
accorded parties appearing before us, for the full development of 
pertinent matters, so that our final determination may represent an 
informed judgment. At the same time, we must avoid just criticism 
at undue delay in according parties an opportunity to present their 
contentions, and, in respect of this particular statute, must cooperate 
with the courts as well, under rules prescribed for our governance by 
the Supreme Court of the United States, as required by law. That 
balance of interests we shall endeavor to keep equal. 

We are glad to have this opportunity to restate our general 
policy to you. In the important investigation you have under way we 
wish to accord your committee every possible aid. 


An effort was also made by the “Independent Committee 
for Protection of Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Company bondholders” to have the Commission delay in 
beginning hearings in railroad reorganization cases. J. H. 
Behrens, signing himself as secretary of the committee, in a 
letter to Acting Chairman Meyer directed the latter’s atten- 
tion to the fact that the Senate had directed its interstate 
commerce committee to make “a thorough and complete inves- 
tigation of . . . reorganizations . . . insolvency,” etc., of railroads. 

“Obviously,” said the Behrens’ letter, ‘the Senate would 
not have included these subjects in the resolution if it were 
Satisfied that reorganizations had been well handled or would 
be well handled in the future. In the face of the Senate’s ac- 
tion and public feeling and dissatisfaction, is the Commission 
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going to proceed with the haste, already evinced, in beginning 
the St. Paul Railroad hearings?” 

No better statement of the functions for whose discharge 
one must look to the Commission, Mr. Behrens said, was to 
be found than in the expressions of President Roosevelt, in the 
analogous field of electric public utility regulation, while he 
was governor of New York. Mr. Behrens said Governor Roose- 
velt remarked vigorously on the distinction that a regulating 
commission was not simply like a court, sitting impartially 
on evidence presented to it, but that it was a tribune of the 
people which must go out on its own initiative to protect the 
people. Obviously, added Mr. Behrens, the public was little 
able to get the highly intricate and generally secret facts 
without which true protection was impossible. Mr. Behrens 
noted that the hearing which was begun August 5 was only 
a preliminary stage. | 

“But, with the men who direct the office of this road,” said 
Mr. Behrens, “any first step you take plays into their hands. 
They certainly outmaneuvered the Commission in the last 
St. Paul reorganization, and succeeded in putting over an ut- 
terly unsound plan. Now you have these same individuals 
back again, once more on a St. Paul reorganization, once more 
maneuvering, once more seeking to achieve their goal, before 
the Commission, or the public, or the investor finds out what 
it is all about.” 

In answering Mr. Behrens, Mr. Meyer treated the letter he 
was answering as one further urging delay. However, said 
Mr. Meyer, the hearing set for Monday, August 5, would pro- 
ceed according to notice. Mr. Meyer told Mr. Behrens that 
in effect the latter was telling the Commission that it was 
not prepared competently to conduct a hearing. Mr. Meyer 
said that if Mr. Behrens should appear or be represented at 
the hearing he was confident that any constructive sugges- 
tions the latter might care to offer would be carefully con- 
sidered by those conducting the hearing. 


MILWAUKEE REORGANIZATION 


The Traffic World Washington Bureau 


A minute exposition of the plan of the company for the 
reorganization of the Chicago, Milwaukee, St. Paul & Pacific 
Railroad Company was made in the hearing begun August 5, in 
Finance No. 10882, in re organization of Chicago, Milwaukee, 
St. Paul & Pacific Railroad Co. before Commissioner Porter, 
Director Sweet, Assistant Director Boyden, and Examiner Walsh 
of the Commission’s Bureau of Finance. The explanation was 
made by Robert T. Swaine; as counsel for the proponents of the 
plan, and backed by the testimony of witnesses familiar with 
the details. The first of the witnesses was W. W. K. Sparrow, 
vice-president of the company in charge of its finances, who 
presented a picture of the present and proposed set-up of the 
financial obligations of the company in answer to questions by 
Mr. Swaine. 

At present, according to the statement of Mr. Swaine and 
the plan which was filed with the Commission some time ago, 
the capitalization of the company is $775,480,449, the fixed charges 
on which are $14,458,250 and contingent interest charges are 
$9,143,685. 

Under the plan for reorganization the capitalization will be 
$590,608,504, the fixed charges being $7,147,146 and the con- 
tingent interest charges, $7,453,840. 

A part of the presentation consisted of the announcement 
of the voting trustees who, under the voting trust which is part 
of the plan, will hold the new stock for the protection of the 
holders of the general mortgage 50-year and Gary bonds in the 
period in which interest on such bonds is, in whole or in part, 
payable out of available net income. The voting trustees an- 
nounced were: Max W. Babb, Northwestern Mutual Life Insur- 
ance Co.; George B. Cortelyou, New York Life; E. E. Brown, 
First National Bank, Chicago; Frederick H. Ecker, Metropolitan 
a and Phillip A. Penson, president, Brooklyn Dime Savings 

ank. 

While opposition and friction were expected to be aroused 
by the plan none appeared at the initial hearing while Messrs. 
Swaine and Sparrow were speaking, the first as counsel and 
the latter as witness. Interventions were filed in the proceed- 
ings by non-assenting security holders and other interests as fol- 
lows: Harry Hoffmen, Milwaukee Northern bondholders; Thomas 
F. Murphy, representing the Imperial Trust Co. and Milwaukee 
Northern interests; Meyer Abrams, holders of adjustment bonds; 
Kenneth F. Burgess, a group of institutional and fiduciary cor- 
porations, owning in the aggregate in excess of $60,000,000 
principal amount of securities either issued by or assumed by 
the railroad company, the group being composed of the Aetna 
Life Insurance Co.; Central Savings Bank of New York; John 
Hancock Mutual Life Insurance Co.; Massachusetts Mutual Life 
Insurance Co.; Metropolitan Life Insurance Co.; Mutual Benefit 
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Life Insurance Co. of New York; Mutual Benefit Life Insurance 
Co. of Newark, N. J.; New York Life Insurance Co.; Northwest- 
ern Mutual Life Insurance Co.; Philadelphia Savings Fund 
Society of Philadelphia and Travelers Insurance Co. of Hart- 
ford, Conn.; Edwin S. Sunderland, 50-year mortgage trustees; 
George L. Shearer, trustee under the general mortgage; Joseph 
P. Jones, Union Pacific Railroad; Henry K. Hunt, Public Works 
Administration; William G. Cunningham, holder of adjustment 
bonds, and Donald McMillan, who said he represented the public 
interest. 

Director Sweet asked him if he represented any client. 
McMillan said that he did and that he would inform Mr. Sweet, 
privately, of the identity of the client. 

Under the plan, Mr. Swaine pointed out, present bonds 
amounting $29,118,000 were to remain undisturbed as to interest; 
$248,183,096 were to be disturbed as to interest, while equipment 
trusts, not including new ones to be bought by the RFC, RCC, 
and PWA loans were to be left as at present, the equipment 
trusts totaling $26,490,119 and the loans $16,785,778. 

Adjustment bonds, totaling $182,873,693 and accumulated 
interest amounting to $47,547,778 are to be converted into new 
non-cumulative 5 per cent preferred stock totaling $230,420,853; 
and the present preferred stock of $119,307,300 and the present 
common stock amounting to $105,175,303 are to be converted 
into new common stock totaling $39,610,658. The new stock, as 
before set forth, is to be placed in the hands of voting trustees. 

The testimony of Mr. Sparrow was in support of the 
proposition set forth by Mr. Swaine and indicated in the plan 
that the retention of the Chicago, Terre Haute & Southeastern 
and the Chicago, Milwaukee & Gary as parts of the system were 
desirable and that the Milwaukee & Northern earned more 
than enough to take care of the interest on its bonds. Mr. 
Swaine said that the object in the formulation of the plan was 
to make one as nearly as possible carrying fixed charges of 
$6,000,000 a year. 

With regard to the Terre Haute lines one of Mr. Sparrow’s 
exhibits showed that in 1933 they contributed a net income to 
the parent company of $1,925,892 after rent and $1,792,760 in 
1934. Another showed that in 1928 the Gary road contributed 
$129,927 to the Milwaukee, in 1929 it contributed $145,210, in 
1933, $25,218, and that in 1934 the contribution was a deficit of 
$32,813. 

The explanation of the reorganization plan was that the 
general mortgage bonds would be on the basis of two-thirds as 
fixed interest and one-third contingent with the proviso that if 
the interest was earned in the first five years after the reorgani- 
zation the interest would become fixed thereafter. 

With regard to the $106,000,000 of 50-year five per cent 
mortgage bonds, due February 1, 1975, it was explained that if 
interest was defaulted on them for ten years and fifty per cent 
of the holders thereof asked the trustees to act, the bonds would 
become due by reason of that action and the holders could step 
in and reorganize the property. 

Harry A. Scandrett, president of the Chicago, Milwaukee, 
St. Paul & Pacific, following Vice-President Sparrow on the wit- 
ness stand, in a narrative account of the affairs of the Milwaukee 
Road since beginning operation on January 14, 1928, after the 
creation of the present corporation, attributed its financial diffi- 
culties largely to the covenants in its mortgages requiring it to 
replace equipment, “not needed,” he said, “in fhe operation of the 
railroad, and the incubus of the accumulated interest on the 
adjustment mortgage.” 

This reference to the covenants requiring the replacment 
of equipment and the incubus of the accumulated interest under 
the adjustment mortgage was made in a recital about a meeting 
he had had with Jesse H. Jones, chairman of the RFC, following 
a meeting* of the Milwaukee’s board of directors, December 21, 
1934. At that meeting of the directors it was the thought that 
the company should borrow $3,500,000 from the RFC, with $6,- 
000,000 of the road’s first and refunding mortgage bonds as 
collateral. 

Mr. Scandrett said that in the discussion with Chairman 
Jones with respect of a loan from the RFC to meet the needs 
of the company in 1935, the view was expressed by Mr. Jones 
that it would be desirable to limit the loan at that time to such 
amount as would enable the company to carry through the first 
six months of 1935, and leave to later consideration, when the 
situation was further developed, the question of an additional 
loan to meet the requirements of the last six months and the 
January 1, 1936, payments, He said it was Chairman Jones’ 


feeling that prior to July 1 the Milwaukee would be in a better 
position to appraise the situation in the light of the business 
developments and congressional action on bills affecting the 
railroads, including the matter of the regulation of bus and 
truck companies and water carriers. 

At the meeting of the board of directors, February 21, 1935, 
Mr. Scandrett said he presented a forecast of revenues and 
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expenses, and cash requirements for 1935 which had been pre 
pared by Vice-President Sparrow and concurred in by the operat. 
ing vice-president, Mr. Gillick. In that forecast it was show 
that it would be necessary to borrow $9,500,000 from the RF¢ 
instead of only $9,000,000 as indicated by a forecast made jp 
October, 1934, before July 1, 1935. The question of a reorgap. 
ization of the company’s affairs, Mr. Scandrett indicated, was 
taken up with Chairman Jones seriously, reference to the pos. 
sibility having been made theretofore, soon after the meeting of 
the Milwaukee’s board, February 21. Mr. Scandrett in a confer. 
ence with Mr. Jones soon after that meeting of the directors jy 
February was accompanied by Mortimer H. Buckner and Fre(. 
erick Ecker. 

“TI reminded Mr. Jones at this meeting that when Mr. Buckner 
and I had discussed our loan application with him in the fall of 
1934,” said Mr. Scandrett, “we had told him we believed a reor. 
ganization of the capital structure of the railroad would ulti. 
mately be necessary because of the burdensome provisions ip 
our mortgages in regard to replacement of equipment not needed 
in the operation of the railroad, and the incubus of the accumv. 
lated interest on the adjustment mortgage. I also told him that 
at the board meeting on February 21 the tentative conclusion had 
been reached that it would probably be unwise to ask for a 
further loan on July 1, 1935, and that we had in contemplation 
preparation of a plan for the reorganization of the capital struc. 
ture of the company which we thought we wolud be able t 
discuss with him well in advance of July 1. Mr. Jones said he 
was in entire agreement with this program, and thought it the 
best way to handle the situation. 

“At the meeting of the board on March 21 there was extended 
discussion of the situation, particularly with reference to interest 
payments, and payment of principal on equipment trusts due 
April 1. The meeting adjourned until March 25, at which time 
there was further discussion of the financial position of the 
company and its cash requirements for the balance of the year. 
A resolution was adopted that the company should not seek to 
obtain further loans from the RFC except in connection with 
a plan for the reorganization of the capital structure of the com- 
pany, and the officers of the company were directed to formulate 
and submit to the board an outline of a plan designed to meet 
the situation.” 

The question of the reorganization of the company, accord- 
ing to the testimony of Mr. Scandrett, was taken up with division 
4, of the Interstate Commerce Commission. He had a meeting 
with that division March 28. 

“After reviewing the discussions I had had with them prior 
to the approval of the loan in December, 1934,” said Mr. Scan- 
drett, “I told them the outlook was somewhat less favorable, 
and even more uncertain, than when we made our forecast in 
connection with our loan application, and that we had concluded 
not to ask for additional loans except in connection with a plan 
for the reorganization of the capital structure, and cnat in the 
interest of conserving cash in the meantime we had decided to 
defer payment of the principal trust notes falling due April 1, 
but would pay the interest on such notes, as well ag the interest 
falling due the same day on the general mortgage bonds, Gary 
bonds and the payments due the General American Car Co. | 
told them we were working on a plan of reorganization and out- 
lined it in general terms. On the same day I conferred with 
Chairman Jones of the RFC and advised him as to the action 
of the board with reference to principal and interest maturities 
on April 1.” 

The witness said that the first meeting with representatives 
of holders of the company’s securities was held May 23, there 
being present at the meeting representatives of more than 2) 
trust companies, insurance companies and savings banks, hold- 
ing in the aggregate in excess of $100,000,000 of the company’s 
securities. The RFC, Mr. Scandrett said, gave him a letter June 
3 outlining the terms on which it would participate in the re 
organization. 

Speaking of the reorganization petition filed in the federal 
court for the northern district of Illinois June 29, Mr. Scandrett 
said: 

“That the reduction the plan proposes in fixed interest bear- 
ing debt is drastic, and that the total of such debt is conserva 
tive, is shown by comparing the Milwaukee’s 1934 gress revenues 
per dollar of debt with that of the 34 Class I railroads which 
in that year had gross revenues of $20,000,000 or more. This 
comparison shows that our 1934 gross was 39 cents per dollar 
of fixed interest bearing debt, including full interest on the 
general mortgage and interest on the proposed new loan of 
$12,000,000 from the Reconstruction Finance Corporation. The 
only roads with more favorable showing are the Norfolk & 
Western, Chesapeake & Ohio, Long Island and Santa Fe. 

“Another comparison is to take the percentage of the In- 
terstate Commerce Commission’s valuation, which is required 
to pay all fixed charges. On the basis of full interest on the 
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general mortgage bonds the Milwaukee ranks third with 1.5 per 
cent of its valuation being required to pay fixed charges, the 
Norfolk & Western and Santa Fe ranking first and second, re- 
spectively. 

Mr. Scandrett said it would probably not be appropriate 
at this point to go into an elaborate discussion of the operating 
organization and results of the company, but that as the plight 
of the Milwaukee might be attributed to poor performance in 
the fields of operations and maintenance, it would, he thought, 
not be out of place to devote a little time to that subject. He 
said that while he was not an operating man, he had for a good 
many years observed and studied the field of operations and 
since he came to the Milwaukee he had, of course, been in close 
touch with operations. He followed that with a review of the 
operations in the various departments of the railroad with a 
view to showing that the road was in good physical condition. 

One point made by him was that in the 7-year period 1921- 
1927, the cost of conducting transportation by the 100 gross ton 
miles ranged from 13.63 cents to 21.12 cents. In the period 1928- 
1934 the range, he said, was from 10.95 cents to 12.80 cents. The 
cost of handling less-than-carload freight, he said, had been 
reduced from 67.21 cents a ton in 1929 to 56.70 cents in 1934. 
The cost of switching in the 7-year period, 1921-1927, he said, 
ranged from 33.78 cents to 37.03 cents a car and from 1928 to 
1934 the range was 31.21 cents to 36.22 cents. He said that 
all the officers had taken reductions in pay, some of them so 
heavy as seriously to affect their living conditions. In addition, 
he said, that branch lines had been abandoned, economies had 
been achieved in handling of freight trains and that in the 
matter of electricity annual savings averaging $379,727.64 had 
been accomplished. 

Before going into the details of the plan of the reorgani- 
zation he said he would like to speak briefly “of our approach 
to the problem; what we thought should be done and how it 
should be accomplished.” He said that he already referred to 
the difficulties which had confronted the companies because 
of the replacement covenants in its mortgages, and of the ac- 
cumulation of unpaid interest on the adjustment mortgage bonds 
amounting to $47,547,160. 

“The first essential to a plan of reorganization, we felt,” 
said Mr. Scandrett, “was to reduce permanently the fixed in- 
terest requirements. This has been done and in addition the 
plan provides for a still greater reduction in the years imme- 
diately ahead if earnings are not sufficient to meet the fixed 
charges under the plan. Our aim throughout has been to rec- 
ognize and preserve priorities of the various securities and this 
is the occasion for the studies and analyses which Mr. Sparrow 
has presented. 

“Another effect of the plan is to reduce the capitalization, 
now $753,551,449, including therein the accumulated interest of 
June 30, 1935, of $47,547,160 on the convertible adjustment bonds. 
This figure is to be compared to the total capitalization in the 
= of reorganization of $590,608,504, a reduction of $162,- 
942,945.” 

Before Mr. Scandrett took the stand Vice-President Sparrow 
was subjected to cross-examination on various phases of his 
analyses by representatives of intervening interests, for clarifi- 
cation and enlargement. 

Director Sweet, before Vice-President Sparrow left the wit- 
ness stand, asked him if it was not possible, when the plan of 
reorganization was made, to bring the fixed charges below the 
figure of $7,146,147. 

Mr. Sparrow said that if the railroad could not earn the 
fixed charges imposed by the reorganization plan the road might 
Well be turned over to the government. The government is one 
of the creditors of the carrier by reason of loans from the RFC. 

When he had completed his formal recital about the affairs 
of the Milwaukee and the plan for the reorganization, President 
Scandrett said he wanted to comment on the charge that the 
Management had tried to hurry the Commission to make undue 
haste in the consideration and disposition of the plan. 

Mr. Scandrett said that twenty-five years of pleasant ex- 
perience with the Commission had taught him that “we could 
not do that, if we desired, which we do not.” 

_ But he added that he knew that it would not be in the best 
interest of the property if there were protracted proceedings in 
the courts. 

Commissioner Porter asked what disadvantage there would 
be, in view of the fact that the property had been in the courts 
for a number of years, were the property to be kept in the 
courts for some time. 

Mr. Scandrett said that what he was trying to make clear 
Was that those who made the plan of reorganization were not 
trying to hurry the Commission or to foreclose anybody. He 
Said that the matter was one of morale. A man deep in debt, 
he said, might be just as conscientious as one of not in debt, 
but that he knew that a man out of debt did better work. He 
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said those proposing the plan thought it would be better not 
to have the matter in the courts for a long time. The planners, 
he said, had had the benefit of the advice of Chairman Jones of 
the RFC and of the representatives of the holders of more than 
$100,000,000 of the securities of the Milwaukee. They thought, 
he said, that the plan was the best that could be made. But, he 
said, if anybody had a better one the planners would be pleased 
to receive it. 

“My pleasant experience with the Interstate Commerce Com: 
mission,” said Mr. Scandrett, “assures me that we and all con- 
cerned will receive due and full consideration. We may not 
get it as soon as we hope for, but we know that that is what 
we will get. The charge that we are trying to persuade the 
Commission to act with undue haste has no foundation.” ° 

Director Sweet said, interrogatively, that it was his impres- 
sion that if the provisions for contingent interest on the mort- 
gage bonds for a ten-year period could be eliminated, the plan 
would be strengthened. Mr. Swaine said that that was un- 
doubtedly true if all the rights of the human beings concerned 
were to be disregarded. But he said that those who were pro- 
posing to reorganize the railroad, the venture he called it, 
thought that in that time it could be determined whether the 
venture could be made to work. He observed that if the se- 
curity holders did not want to take that risk they could take 
over the property now. Mr. Sweet earlier had suggester lower 
rates of interest without contingent provisions. 

As to the voting trustee, appointment of which was an- 
nounced at the first day’s hearing, Mr. Scandrett said they were 
selected by a committee of security holders of which Frederick 
W. Walker was the chairman. The management, Mr. Scandrett 
said, did not know the names of the voting trustees until July 
1, when Mr. Walker sent him a letter telling about their se- 
lection. 

Mr. Swaine asked the witness whether the plight of the 
road was due to the present management. In answer to that 
Mr. Scandrett told about the economies that had been practiced, 
amounting, he said, in some phases of the operation of the prop- 
erty, particularly track laying and maintenance, to about 50 per 
cent by reason of more modern methods in the last seven years. 
He said there were fewer men employed on the tracks now than 
in 1927 and that there were fewer accidents. 

Adjournment of the hearing, without mention of a date for 
its resumption, was announced after there had been a brief 
cross examination of Mr. Scandrett by Harry Hoffman, in be- 
half of holders of Milwaukee & Northern bonds and a 
statement of the position of the insurance and fiduciary in- 
stitutions represented by Mr. Burgess. Mr. Hoffman said that 
the position of the non-assenting bondholders he represented 
was that their bonds should be paid as the helders did not 
wish to extend the maturities of those bonds. In an inter- 
change between Messrs. Hoffman and Swaine the latter in- 
terrogatively suggested that the interest represented by Mr. 
—— desired the payment of the bonds, “plus counsel 
ees.” 

In behalf of the interests represented by him Mr. Burgess 
submitted a statement in support of the plan. He also an- 
nounced that he had been advised that the Prudential Insur- 
ance Company, representing about $16,000,000 of securities, 
although not assenting when his list was made up, had noti- 
fied those presenting the plan that it had decided to assent. 

While no day was set for a resumption of the hearings it 
was understood among the Commission men that the next 
hearing probably would not be held before the middle of Sep- 
tember. In the meantime, it is deemed not improbable the 
Commission will dispose of some reorganizations of smaller 
railroads on which proposed reports and arguments have been 
made. The expected final reports, it is believed, may give 
indications of what may be expected from the Commission in 
the Milwaukee and other reorganizations. 

The Burgess statement, giving eight reasons for the ap- 
proval of the plan, follows: 


The group of insurance companies and fiduciary corporations 
which has intervened, believes it desirable before this hearing closes 
that the record should show its present attitude toward the plan 
which has been proposed. 

The members of the group as now constituted own the follow- 
ing obligations of the debtor corporation: General mortgage, $34,- 
129,000; convertible adjustment, $9,757,600; equipment trusts, §$7,- 
983,000; 50 year 5’s, $6,866,000; C. T. H. & §S. E. list and RKef. 
$1,075,000; C. T. H. & S. E., Inc., $500,000; Mil. & Nor. ist 4%, 
$850,000; Mil. & Nor. Consol. 414%, $50,000; So. Indiana Ist 4, $300,000; 
and Chi, Mil. & Gary, $200,000; total, $61,710,600. 

The group has studied the plan which has been introduced as 
exhibit No. 1. We are wholly sympathetic with the effort of the 
debtor to effect a reorganization of the nature proposed at an early 
date so as to prevent further destruction of the debtor’s credit, to 
avoid the expense and complications of receivership, foreclosure and 
sale and to preserve the efficiency of the operating organization of 
the company. 

In the light of the actualities of the present situation this group 
views this plan with favor provided it can be adopted and accepted 
promptly so as to preserve its essential purposes, including the 
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various protective provisions which have been incorporated in it. 

This conclusion has been reached in consideration, among others, 
of the following features of this plan: 

1. The plan provides for a continuation of income to bondholders 
in the order of their priority during the readjustment period. This 
is important as tending to prevent a complete destruction of the 
debtor’s credit with unfavorable effects upon the future of railroad 
credit generally, which would be necessarily incidental to a receiver- 
ship or to prolonged proceedings in bankruptcy. ; 

2. The plan provides a wholly practical method of providing 
mew money for the enterprise at a reasonable rate of interest. 

3. If the plan may be made effective at an early date _ the 
efficiency and morale of the present operating organization will be 
preserved. 

4. The plan preserves an opportunity for equity owners if the 

—— situation is substantially improved within a reasonable period 
of time. 
° 5. The plan incorporates reasonable compromises essential to its 
prompt acceptance by the requisite classes while substantially pre- 
serving their relative priorities and without wholly eliminating any 
class of creditors or stockholders. : 

6. The plan provides a temporary voting trust arrangement in 
lieu of the permanent control of the property which would pass to 
the bondholders in the event of foreclosure and sale. 

It constitutes a method of continuing corporate operation at 
a minimum of expense, thus avoiding the increased cost of receiver- 
ship, forclosure and sale which would be especially detrimental to 
all junior securities as well as to stockholders. 

This plan provides a substantial but not a drastic revision of the 
debtor’s capital structure. It constitutes a fair and feasible stand- 
by arrangement for a period of economic readjustment. With re- 
covery approaching to normal conditions in the territory served, 
earnings should adequately sustain the revised capitalization. 

We believe it to be in the interest of security holders that this 
plan should be adopted and accepted, provided that can be accom- 
plished at an early date. 


SUSPENDED TARIFFS 


In I. and S. No. 4124, the Commission has suspended from 
August 5 until March 5, schedules in Supplement No. 74 to 
Frank Van Ummersen’s I. C. C. No. 220, Supplement No. 27 
to W. S. Curlett’s I. C. C. No. A452, Canadian National Rail- 
ways’ I. C. C. No. E404 and certain other tariffs. The suspended 
schedules propose to reduce all-rail rates on newsprint paper, 
in carloads, from points in New England, Trunk Line, and east- 
ern Canadian territories to points in Illinois territory. This 
action would result in decreasing present differentials as be- 
tween all rail rates, on the one hand, and rail-lake or rail-lake- 
rail rates, on the other. 

In I. and S. No. 4125, the Commission has suspended from 
August 7 until March 7, schedules in supplement No. 8 to Chi- 
cago, Burlington & Quincy I. C. C. No. 18297, supplement 15 to 
Chicago Great Western I. C. C. No. 5348, and supplement No. 9 
to Chicago, Rock Island & Pacific I. C. C. No. €12406. The sus- 
pended schedules propose to cancel transit arrangements at 
Minneapolis and St. Paul, Minn., on dairy products, poultry and 
rabbits, carloads, originating at points in Utah and destined 
to Chicago, IIl., and points east. 


LAKE CARGO COAL 


The Commission, in No. 27070, coal to lower lake and St. 
Lawrence River ports, on its own motion, has instituted an in- 
vestigation respecting the lawfulness of all rates, charges, rules, 
regulations, and practices of carriers in the carload movement of 
bituminous coal to ports on Lake Erie, Lake Ontario, and the 
St. Lawrence River, for transshipment by water from those 
ports to Port Huron, Mich., and points below, to and including 
Brockville, Ont. The following issues are excluded: the rela- 
tion of the rates from the various producing fields or mines, one 
to another, and charges for dumping and similar services at the 
ports. 

The formal investigation ordered by the Commission is ex- 
pected to be heard in connection with I. and S. No. 4117, coal 
to Lake Erie ports. (See Traffic World, July 20, p. 99.) In that 
case the Commission suspended a provision which it had ordered 
the carriers to put in their lake cargo coal tariffs and make it 
effective not later than July 15, so as to prevent the use of coal 
that had moved to ports on transshipment rates at the lower 
lake ports. 


LOADING OF PRECOOLED PEARS 


“Heavier loading of precooled pears in railroad refrigerator 
cars for eastern markets saves growers in the Medford, Ore., 
district approximately $250,000 annually in freight costs,” says 
the Department of Agriculture. Correspondingly large savings 
have been reported in other pear producing areas on the Pacific 
coast as the growers find heavier loading practical and eco- 
nomical, 

“Pacific coast fruit growers began shipping heavier car 
loads when investigations by the U. S. Department of Agricul- 
ture showed that precolled pears shipped in 720 box loads per 
car arrived at the large eastern market terminals in a fresh and 
firm condition and were just as suitable for storage as those 
shipped in 520 box loads. 
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“The chances of precooled pears being delivered in a goog 
condition are better with the 720 box loads as they maintajp 
lower temperatures longer in the refrigerator cars than lighter; 
load. Precooled fruit gives off little heat in respiration. 

“The practical value of heavier loading was shown in investi. 
gations conducted from 1928 to 1931 by E. D. Mallison, assistant 
marketing specialist of the Bureau of Plant Industry. Railroads 
in turn reduced the freight rates for heavier loads as they were 
assured greater revenue per car at less operating expense. The 
growers, because of this reduction, realized a freight saving of 
15 cents a box. In addition there is a saving in the refrigeration 
charges of 2.4 to 5.6 cents per box, depending on type of refrig. 
eration, or a total saving of 17.4 to 20.6 cents per box in their 
transportation charges. 

“Very few cars of precooled pears now get standard refrig. 
eration service which provides full icing of cars at every railroad 
icing station. Most shipments are made with modified refrigera. 
tion service which requires only one or two icings. Heavier loads 
of precooled pears maintain lower temperatures and, therefore, 
do not require as much ice in transit, A majority of the east 
bound Anjou pears are shipped without ice during the winter. 

“Modified refrigeration service for the heavier loads, accord. 
ing to the manager of one of the leading cooperatives in the 
Medford district, enables the grower to make a saving in addi- 
tion to that previously mentioned, or a total of 20 to 30 cents a 
box. These savings in transportation charges in many cases have 
been his only net profit. 

“The improved condition of precooled pears arriving at 
eastern market terminals as the result of heavier loading is also 
reflected in a noticeable reduction in the number of freight 
damage claims. Pears were once regarded as a highly perish- 
able fruit. 

“Since precooling has become general on the Pacific coast, 
pear shipments to eastern markets no longer reach a sharp peak 
during the packing season. The shipping period now extends 
over a period of nine months. Railroads handle the crop with 
less than half of the rolling stock formerly required and with 
less rail traffic congestion.” 


NICKEL PLATE-PERE MARQUETTE OFFICERS 


The Commission, by division 4, in Finance No. 2850, Sub. No. 
7, application of William J. Harahan, by order, not a report and 
order, has authorized Mr. Harahan to hold, in addition to posi- 
tions with carriers which he has heretofore been authorized to 
hold, the position of president of the Pere Marquette Railway Co. 
and director of the New York, Chicago & St. Louis Railroad Co., 
and the Cleveland Union Terminals Co. He has also been 
authorized to hold directorships or offices in subsidiaries of the 
Pere Marquette, 

In Finance No. 3311, Sub. No. 11, application of Herbert 
Fitzpatrick, Mr. Fitzpatrick has been authorized to hold the posi- 
tion of vice-president—law, of the New York, Chicago & St. 
Louis Railroad Co., in addition to positions with carriers which 
he has heretofore been authorized to hold. 





c. R. |. AND P. REORGANIZATION 


The Chicago, Rock Island and Pacific was, August 6, ordered 
to appear before Federal Judge James H. Wilkerson September 
17 to show cause why an order should not be entered requiring 
the carrier to present a plan of reorganization on November 1. 

Reprimanding the railway for delay in filing reorganization 
proposals, Judge Wilkerson said it must show cause on the 
September date why the order for November 1 reorganization 
should not be issued, and added: 

“Upon failure to do so, the court will take further action 
in the premises as it may deem advisable.” 


RFC TO SELL CERTIFICATES 


The Reconstruction Finance Corporation will receive bids 
August 15 for $15,282,000 of Pennsylvania Railroad 4 per cent 
equipment trust certificates. These certificates were obtained 
from the PWA and represent loans made for equipment. 


SHIPMENT OF WATERMELONS 


More than 1,000 cars of watermelons will be shipped by the 
Frisco Railway this season, according to C. B. Michelson, perish- 
able freight agent. The acreage generally is somewhat late, 
he added, and the heavy commercial movement of melons was 
expected to start the week of August 5. Last year the Frisco 
shipped 844 carloads of melons, 

“The melons,” Michelson said, “are shipped to approximately 
18 states. Organized by the Frisco four years ago for the pul- 
pose of grading melons, watermelon clubs are now operating at 
the following points: Porti, Manila and Leachville, Ark.; Arbyrd, 
Bucoda, Senath and Octa, Mo.” 


Au 


(Dig 


for 

by | 
the! 
to § 
723 
Son 


no 
has 
mir 


sec 
cau 
giv 
int 
723 


fail 
era 
libs 


as 
sin 
gor 


~ Dee — mom = © 


“as * mm FD 


£004 
Itain 
shter 


esti 
stant 
ads 
were 
The 
& of 
tion 
frig. 
heir 


frig. 
road 
era- 
ads 
ore, 
Bast 


ord. 
the 
ddi- 


$a 
ave 


at 
ilso 
ght 
ish- 


ast, 
ak 
ids 
ith 
ith 


No. 
nd 
)Si- 


rt 
Si- 
St. 
ch 


ee 3. 


we 


August 10, 1935 





hi ” eo @ 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1935, by West Publishing Co.) 





(District Court, E. D. Pennsylvania.)—Cross-libelant’s motion 
for security, filed six months after original libel, held not barred 
by laches, where motion was made at time of filing answer and 
there had been no change in the status quo making in inequitable 
to grant motion (Admiralty Rule 50, 28 USCA, following section 
723). (Corrado Societa Anonima Di Navigazione vs. L. Mundet & 
Son, 10 Fed. Supp. 902.) 

Unless special circumstances require earlier action, there is 
no need to make motion for security in cross-action until answer 
has been filed and it appears that claim will be contested (Ad- 
miralty Rule 50, 28 USCA, following section 723).—Ibid. 

Admiralty rule requiring respondent in a cross-libel to give 
security where counter-claim arises out of same contract or 
cause of action as original libel and party in original suit has 
given security, being a rule of practice, should be given a liberal 
interpretation (Admiralty Rule 50, 28 USCA, following section 
723).—Ibid. 

In libel by cargo owner against shipowner for damages for 
failure to deliver cargo in good condition, cross-libelant for gen- 
eral average contributions held entitled to security from original 
libelant under admiralty rule requiring libelant to give security 
where counterclaim arises out of same contract or cause of action 
as original libel, and original libelant has been granted security, 
since both libel and cross-libel arose out of contract to carry 
goods, and security had been granted original libelant (Admiralty 
Rule 50, 28 USCA, following section 723).—Ibid. 





Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1935, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Supreme Court of Kansas.)—Where carrier agreed with 
shipper to “immediately” file lower rate, shipper commencing 
shipments two days after agreement was chargeable with notice 
of fact that carrier had not had time to file new schedule and 
that, unless notice was waived, new rate could not be established 
in less than 30 days (Interstate Commerce Act, 49 USCA, sec. 1 
et seq.). (Kanotex Refining Co. vs. Atchison, T. & S. F. Ry Co., 
46 Pac. Rep. (2d) 16.) 

Legal rights existing between shipper and carrier as to 
rates on interstate shipments are controlled by rates published 
and on file with Interstate Commerce Commission (Interstate 
Commerce Act, 49 USCA, sec. 1 et seq.).—Ibid. 

Agreement for deviation from published rates on file with 
Interstate Commerce Commission at time of shipments, effect of 
which is to permit collection of charges at other than published 
eo void (Interstate Commerce Act, 49 USCA, sec. 1 et seq.). 
—Ibid. 

Carrier cannot be estopped from enforcing payment of full 
amount of freight charges due, computed according to published 
rates on file with Interstate Commerce Commission at time of 
~- _oc (Interstate Commerce Act, 49 USCA, sec, 1 et seq.).— 

id. 


Alleged fact that shipper bought oil with understanding with 
carrier that carrier would immediately file lower rate with 
Interstate Commerce Commission did not preclude carrier from 
enforcing full rate in effect at time of shipment (Interstate Com- 
merce Act, 49 USCA, sec, 1 et seq.).—Ibid. ‘ 

Failure of carrier to allege illegality of contract entitling 
shipper to freight rate less than that filed with Interstate Com- 
merce Commission held not to preclude carrier from relying 
on such defense when sued for difference between published rate 
and alleged agreed rate.—Ibid. 


RAILROAD. EMPLOYMENT 


Class I railways, excluding switching and terminal com- 
Panies, reported a total of 997,078 employes as of the middle 
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of May, 1935, according to the Commission’s Bureau of Statis- 
tics, which compiled the figures from 146 monthly reports of 
employes, service and compensation, covering 149 class I steam 
railways. This was 47,030 or 4.5 per cent fewer than the num- 
ber reported for May, 1934. 

The total number of hours paid for was 3.81 per cent less 
and the total compensation 7.07 per cent greater in May, 1935, 
than in May, 1934. This reflects the effect of the full restora- 
tion of the 10 per cent reduction in pay that became effective 
in 1932. A comparison of the number of employes who re- 
ceived pay in the month, with the total hours paid for, shows 184 
hours by the employe in May, 1934, and 184 in May, 1935, or 
no change. In the case of machinists, there was a decrease from 
171 to 169 hours, or 1.17 per cent. 


FOURTH SECTION AMENDMENT 


The Trafic World Washington Bureau 


Further hearing on the request for a special rule to bring 
up for consideration in the House the Pettengill bill amending 
the fourth section, so as to eliminate the long-and-short haul 
clause thereof, was held by the House committee on rules Au- 
gust 7. After the hearing the committee met briefly in exec- 
utive session, after which Chairman O’Connor said no decision 
had been reached and that the matter would be considered at 
another executive session of the committee. 

Representative Martin, of Colorado, appeared in support of 
the request for a rule and the bill, while Representative Samuel 
B. Hill, of Washington, and Colden, of California, opposed the 
request and the bill. The arguments made by these represen- 
tatives reflected the positions taken by the proponents and op- 
ponents at the hearings on the measure. 

Representative Pettengill, who attended the hearing, said 
if the rule were granted, the bill probably could not be taken 
up in the House until the end of next week. 

The House rules committee decided to meet August 13 on 
the request for a rule for the fourth section bill. 


EASTMAN OUTLINES PLANS 


Announcing changes in his staff, Coordinator Eastman, in a 
statement issued August 5, said that in the current year “it will 
be the primary purpose to promote positive results from the work 
already done.” 

As successors to J. R. Turney, formerly director of the sec- 
tion of transportation service, Coordinator Eastman has appointed 
as “codirectors,” John C. Emery, of the staff of the Railway Age, 
and Joseph L. White, of the railroad division of the Public Works 
Administration. Mr. Turney will still act in an advisory capacity 
in connection with reports made under his supervision. R. L. 
Lockwood, director of the section of purchases, will continue as 
director of the section of property and equipment, the new name 
for the section. V. V. Boatner will continue as director of the 
section of regional coordination. N. D. Ballantine has been pro- 
moted to the position of director of the section of car pooling, 
succeeding O. C. Castle. C. E, Bell, executive and traffic assist- 
ant to the Coordinator, is to take up particularly the problem of 
increasing railroad revenues through charging for various acces- 
sorial services. The Coordinator’s statement follows: 





Changes have been made in the staff of the Coordinator, owing 
partly to vacancies created in certain positions and partly to changes 
in the character of the work planned for the current year. 

During the two years following the appointment of the Coordi- 
nator, it was necessary to spend a great part of the time on research, 
in exploring the possibilities for the elimination of waste in railroad 
operation through greater cooperation and coordination of effort and 
by modernization of equipment, service and rates. A vast amount of 
information not hitherto available has been developed. 

The opportunities for profitable research have by no means been 
exhausted, but during the current year it will be the primary purpose 
to promote positive results from the work already done. Based on 
their research, the staff of the Coordinator have made many recom- 
mendations for improvements covering a very wide field. Even if 
there were general agreement on their soundness and practicability, 
it would take a long time to carry all of these recommendations into 
effect. The opportunity for comparatively early accomplishment is 
much more promising in some cases than in others. Without abandon- 
ing any part of the program, it will be the aim of the Coordinator and 
his staff to start action through as many entering wedges as possible. 
Attention will, therefore, be concentrated on the plans and projects 
which offer the most immediate hope along these lines. 

Every effort will be made to cooperate and work in harmony, 
so far as reasonably possible, with the Regional Coordinating Com- 
mittees and the Association of American Railroads, but contact will 
be maintained, also, with the individual railroads and particularly 
with those managements which appear to-be most enterprising and 
progressive. The object will be to get results, without preoccupation 
with the credit for the results. Nor will there be slavish devotion to 
particular methods. It is realized that step-by-step progress in the 
solution of certain of the problems may be necessary. 

The Section of Purchases will be given a broader field of activity, 
and its name will be changed to the Section of Property and Equip- 
ment. It will continue under the direction of R. L. Lockwood. In 
addition to the work which that section has heretofore carried on, di- 
rected toward the better handling of purchases, stores and scrap, and 
progress in a standardization, simplified practice and central scien- 
tific research, it has been given the duty of concentrating on what 
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may be called the container problem, and also on the better utilization 
of railroad shops and shop equipment. 

By the container problem is meant the securing of equipment, in- 
terchangeable in use between all railroads and trucks and water lines 
as well, which will meet the needs of modern commerce for con- 
venient and speedy transportation of lots intermediate between pack- 
age freight and carloads, providing complete door to door service at 
the equivalent of carload rates or rates near that level. Attention 
will be given primarily to the needs and desires of shippers and con- 
signees, and then to the best means of meeting those needs and de- 
sires. The problem involves not only the matter of equipment de- 
sign, but also questions relating to service and rates and to coordi- 
nation of rail and truck operation. Mr. Lockwood will have the help 
of other sections of the Coordinator’s staff in his work on this problem, 
and also in his work on the utilization of shops and their equipment. 

In the Section of Transportation Service, the work will be divided 
between two codirectors, who will be in charge of separate matters, 
but will at the same time consult and work together. One of these 
codirectors will be John C. Emery and the other will be Joseph L. 
White. Mr. Emery will deal primarily with matters relating to pas- 
senger and merchandise traffic, and Mr. White with matters re- 
lating to freight carload traffic, but the division of responsibility 
may be modified as occasion demands. These men have general 
knowledge and experience which qualifies them to deal with the mat- 
ters which they will have in hand, but they will be given special 
assistance on technical phases. It will be their duty to locate the best 
opportunities for initiating action along the lines already recom- 
mended in the published reports of the section, and to promote such 
action. Mr. Emery has for several years given concentrated atten- 
tion to modern traffic problems as a member of the staff of the Rail- 
way Age. Mr. White has a background of many years’ experience in 
railroad operation, particularly from the statistical and analytical side. 

The Coordinator’s executive and traffic assistant, C. E. Bell, will 
be given more help in following up the opportunities for increasing 
railroad revenue in connection with various accessorial services (one 
of the specified purposes of the Emergency Act), including port ter- 
minal charges and practices. Together with the regional traffic as- 
sistants, he has already done much of the necesary pioneering and 
ploughing of ground, but these matters have proved to be full of com- 
plications, and he has been handicapped by lack of adequate assistance 
in running down the many details involved. To a greater extent this 
work will be concentrated at Washington, but C. E. Hochstedler, with 
headquarters at Chicago, will be his principal assistant. 

The Section of Regional Coordination, in charge of V. V. Boatner, 
will continue as at present organized, but now that most of the studies 
of the many opportunities for terminal unification throughout the 
country have been completed, it will be the primary duty of this sec- 
tion to promote actual tests of such unification at typical points in 
each region and the preparation of the necessary plans therefor. 

N. D. Ballantine has been promoted to the position of director of 
the Section of Car Pooling, made vacant by the resignation of O. C. 
Castle, but pending information as to the actual results of the new 
plan of per diem payments adopted by the Association of American 
Railroads to reduce empty car mileage, car pool plans will not be 
pushed. In the meantime Mr. Ballantine will be able to lend assist- 
ance to the Section of Property and Equipment and the Section of 
Transportation Service. 

J. R. Turney, formerly director of the Section of Transportation 
Service, but now engaged in the practice of law, will assist the 
Coordinator and his staff in an advisory capacity on matters covered 
by the reports which he rendered as director of the section. 

Other branches of the Coordinator’s work will continue without 
substantial change. 

In all of the Coordinator’s work it is hardly necessary to state 
that all obligations imposed by the Emergency Act with respect to 
railroad labor will be faithfully observed. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first six months 
of 1935 had a net railway operating income of $194,812,659, 
which was at the annual rate of return of 1.81 per cent on their 
property investment, according to reports filed by the carriers 
with the Bureau of Railway Economics of the Association of 
American Railroads. In the first six months of 1934, their net 
railway operating income was $226,867,027 or 2.10 per cent on 
their property investment, according to the Bureau, which adds: 


Property investment is the value of road and equipment as shown 
by the books of the railways including materials, supplies and cash. 
The net railway operating income is what is left after the payment 
of operating expenses, taxes and equipment rentals but before inter- 
est and other fixed charges are paid. 

This compilation as to earnings for the first six months of 1935 
is based on reports from 145 Class I railroads representing a total of 
237,821 miles. 

Gross operating revenues for the first six months of 1935 totaled 
$1,635,594,320 compared with $1,629,897,102 for the same period in 1934, 
an increase of 0.3 per cent. Operating expenses for the first six 
month of 1935 amounted to $1,259,462,664 compared with $1,212,287,060 
for the same period in 1934, an increase of 3.9 per cent. 

Class I railroads in the first six months of 1935 paid $122,037,561 
in taxes compared with $126,751,756 in the same period in 1934 or a 
reduction of 3.7 per cent. For the month of June alone, the tax 
bill of the Class I railroads amounted to $20,586,314, a reduction of 
$580,115, or 2.7 per cent under June, 1934. 

Forty Class I railroads failed to earn expenses and taxes in the 
first six months of 1935, of which nine were in the Eastern District, 
eight in the Southern and 23 in the Western District. 

Class I railroads for the month of June alone had a net railway 
operating income of $34,024,691, which, for that month, was at the 
annual rate of return of 1.63 per cent on their property investment. 
In June, 1934, their net railway operating income was $42,037,757, 
or 2.00 per cent. 

Gross operating revenues for the month of June amounted to 
$281,335,912 compared with $282,779,493 in June, 1934, a decrease of 0.5 


per cent. Operating expenses in June totaled $216,464,096 compared 
with $208,313,245 in the same month in 1934, or an increase of 3.9 
per cent. 


Eastern District 


? Class I railroads in the Eastern District for the first six months 
in 1935 had a net railway operating income of $142,566,748, which was 
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at the annual rate of return of 2.59 per cent on their property invest. 
ment. For the same period in 1934, their net railway operating income 
was $148,790,585 or 2.71 per cent on their property investment. Gross 
opereting revenues of the Class I railroads in the Eastern District for 
the first six months in 1935 totaled $855,405,496, a decrease of 0.1 per 
cent compared with 1934, while operating expenses totaled $622,243,129, 
an increase of 1.7 per cent above the same period in 1934. 

Class I railroads in the Eastern District for the month of June 
had a net railway operating income of $27,537,384 compared with 
$26,268,645 in June, 1934. 


Southern District 


Class I railroads in the Southern District for the first six months 
of 1935 had a net railway operating income of $24,425,029, which was 
at the annual rate of return of 1.54 per cent on their property invest- 
ment. For the same period in 1934, their net railway operating in- 
come amounted to $31,784,479, which was at the annual rate of return 
of 2.00 per cent on their property investment. Gross operating 
revenues of the Class | railroads in the Southern District for the first 
six months in 1935 amounted to $212,564,031, an increase of 0.5 per cent 
compared with the same period in 1934, while operating expenses 
totaled $167,476,804, an increase of 6.2 per cent. 

Class I railroads in the Southern District for the month of June 
had a net railway operating income of $3,532,292 compared with $2,- 
670,301 in June, 1934. 


Western District 


Class I railroads in the Western District for the first six months 
in 1935 had a net railway operating income of $27,820,882, which was 
at the annual rate of return of 0.75 per cent. For the same six 
months in 1934, the railroads in that district had a net railway operat- 
ing income of $46,291,963, which was at the annual rate of return of 
1.24 per cent. Gross operating revenues of the Class I railroads in 
the Western District for the first six months’ period in 1935 amounted 
to $567,624,793, an increase of one per cent above the same period in 
1934, while operating expenses totaled $469,742,731, an increase of 6.2 
per cent compared with the same period in 1934. 

For the month of June alone, the Class I railroads in the Western 
District reported a net railway operating income of $2,955,015 com- 
pared with $13,098,811 for the same roads in June, 1934. 


Class | Railroads—United States 
Month of June 


Per Cent of 

1935 1934 Increase 

Total operating revenues............ $281,335,912 $282,779,493 0.5* 

Total operating expenses............. 216,464,096 208,313,245 3.9 

ME sce baste Aaths eas eae had abc's. cae% 20,586,314 21,166,429 2.7* 

Net railway operating income........ 34,024,691 42,037,757 19.1* 
Operating ratio—per cent............ 76.94 73.67 
Rate of return on property investment 1.63% 2.00% 


Six Months Ended June 30 


Total operating revenues........... $1,635,594,320 
Total operating expenses........... 1,259,462,664 
Taxes 122,037,561 
Net railway operating income...... teas 4 


$1,629,897,102 0.3 
1,212,287,060 3.9 
126,751,756 3.7 
226,867,027 14.1 


Operating ratio—per cent............ 74.38 
Rate of return on property invest- 
MI Bie Seow slabs ade aeaeouuadiects 1.81% 2.10% 
*Decrease. 


EMPLOYES AND U. P. UNIFICATION 


Provisions for compensating employes who will be affected 
by the unification of the Union Pacific and its four subsidiaries, 
the Oregon Short Line, the Oregon-Washington Railroad and 
Navigation Co., the Los Angeles and Salt Lake and the St. 
Joseph and Grand Island, are contained in an agreement en- 
tered into between the Union Pacific and the Brotherhood of 
Railway and Steamship Clerks, Freight Handlers, Express and 
Station Employes. 

Among the provisions of the agreement, which caused the 
brotherhood to withdraw its objections before the Commission 
to the granting of the Union Pacific unification application (see 
Traffic World, Aug. 3, p. 181), is one under which a dismissal 
wage of one year’s salary will be paid to employes who will 
be left without employment as the result of the unification. It 
is estimated there may be 125 such employes. 

In the accounting and fiscal departments at Salt Lake City, 
Pocatello, Ida., Los Angeles, Calif., St. Joseph, Mo., and Port- 
land, Ore., there are a total of 463 employes. Under unified 
operation these offices are to be discontinued and the account- 
ing work consolidated at the Union Pacific’s office at Omaha, 
Neb. The Union Pacific expects that about 60 per cent of the 
employes involved will be retained in its service if they will 
accept employment at'Omaha. Under the agreement the Union 
Pacific will undertake to protect the employes against financial 
loss in disposing of their present homes or equities in homes 
if they move to Omaha. Employes transferred will be moved at 
the carrier’s expense. 

“Full salary for one year is probably the largest dismissal 
wage ever paid to any group of workers in America,” said 
“Labor,” the railroad union organ, in a statement about the 
agreement, which was negotiated on behalf of the employes by 
George M. Harrison, president of the clerks’ brotherhood. 

“As a matter of fact, few corporations pay anything at 
all to employes whose jobs are abolished. In the case of those 
who do, the workers may get a week or two weeks’ pay, and 
in rare instances, wages for a month. ; 

“The agreement stipulates that no employes transferring 
shall suffer any loss in earnings because of being placed in 4 
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lower-rated position. All are guaranteed at least one year’s 
steady employment in their new location. And, preceding con- 
summation of the merger, there shall be no reduction in forces 
in any of the offices. 

“The carrier agreed to purchase the property of transferred 
employes who own their homes or to make good any loss they 
suffer if they must sell it for less than its value. Employes 
buying homes on the installment plan will receive all they have 
paid and the carrier will assume the remaining obligation. 
Renters who have signed leases will also be protected against 
loss. 

“The pact provides for property valuation by two real estate 
appraisers, one selected by the home owner and the other by the 
carrier. If the two cannot agree, the National Mediation Board 
will appoint a third. 

“Transferred employes will be maintained at the carrier’s 
expense in Omaha hotels until 48 hours after the arrival of 
their household effects from their former homes. Traveling 
expenses will be paid en route for all employes and their 
families. 

“Any employe who does not wish to move his household 
effects will receive the amount of money that otherwise would 
have been expended by the carrier in the transfer of those 
properties. 

“All employes accepting dismissal pay will, to the extent 
permitted by law, retain free transportation privileges for the 
twelve months following the first payment.” 

The lease by the Union Pacific of its subsidiaries was orig- 
inally approved by the Commission January 26, 1933, subject 
to conditions relating to acquisition of two short lines, the 
Laramie, North Park & Western and the Pacific & Idaho North- 
ern. By supplemental application on May 15 this year the 
Union Pacific agreed to abide by the conditions imposed by the 
Commission. It was estimated by the Union Pacific it would 
save approximately $472,000 a year by the unification. 


No effort was made in this proceeding to bring into issue 
the restrictions in section 7(b) of the emergency transportation 
act of 1933 against reductions in labor. The clerks’ brother- 
hood raised that question in Finance No. 10174, Chicago Great 
Western trackage, and the Commission held that section 7(b) 
did not place any limit on it in the exercise of its power to 
permit changes in facilities under section 1(18) of the inter- 
state commerce act (see Traffic World, June 1, p. 1047). The 
clerks’ brotherhood, of course, had not the agreement been 
reached, might have raised the question in the Union Pacific 
case. The Commission in this case exercised power granted 
in section 5(4) of the interstate commerce act. 

Coordinator Eastman was asked whether the provisions of 
section 7(b) of the emergency act would be applicable to such 
a unification as that to be made by the Union Pacific. He said 
they would not. He pointed out that the unification involved 
had to do with only one system, the Union Pacific merely tight- 
ening its control, through means of lease, of its already con- 
trolled subsidiaries; in other words, there was involved in the 
Union Pacific proposal no such joint action of carriers to which 
it might be contended section 7(b) was applicable. 


REVENUE TRAFFIC STATISTICS 


Class I steam railways, according to a compilation made 
by the Commission’s Bureau of Statistics, from 139 reports rep- 
resenting 149 railways, switching and terminal companies not 
included, had a revenue ton-mile of 10.16 mills in May, 1935, 
as compared with 10.07 mills in May, 1934; freight revenues of 
$224,150,768 as compared with $228,462,846 in May, 1934; and 
revenue tons carried of 112,084,000 as compared with 118,198,000 
in May, 1934. 


In the five months ended with May the revenue ton-mile 
was 9.73 mills as compared with 9.84 mills in the correspond- 
Ing period of 1934; freight revenue, $1,090,990,596 as compared 
with $1,093,716,764 in the corresponding period of 1934; and 
revenue tons carried 557,647,000 as compared with 561,737,000 
in the corresponding period of 1934. 


The revenue passenger mile in May, 1935, was 1.97 cents as 
compared with 1.98 cents in May, 1934; the passenger revenue, 
$27,088,199 as compared with $26,546,921 in May, 1934; and the 
revenue passengers carried totaled 35,859,000 as compared with 
36,656,000 in May, 1934. 


In the five months ended with May, 1935, the revenue 
Passenger mile was 2.01 cents, which was exactly the same as 
in the corresponding period of 1934; the passenger revenue, 
$139,668,464 as compared with $133,569,311 in the correspond- 
ing period of 1934; and the revenue passengers carried, 183,- 


7a as compared with 184,791,000 in the corresponding period 
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Turney on Traffic Faults 


Advocates Advertising Freight Service and Unified 
Rate-Making—Integration of Effort and 
Better Personnel 


In his railway traffic report to Coordinator Eastman, com- 
piled while he was still in office, but just released, J. R. Turney, 
former chief of the Section of Transportation Service, said the 
railroads should advertise their freight service. He expressed 
the belief that if the railroads could attain the efficiency that 
his studies indicated an advertising budget of one-half of one 
per cent of their freight revenue would probably be a most 
remunerative investment (see Traffic World, August 3). In 1933 
the railroads that reported to the Coordinator in this survey 
spent only one hundredth of one per cent on advertising their 


, traffic service. 


Mr. Turney said that the typical railway organization was 
one of the most complex private business associations, definable 
only in the broadest outline because of many differences. The 
average or composite railroad, he said, was organized along 
strictly functional lines, with the activities segregated into four 
more or less watertight departments, coordinated through a fifth 
department, the executive, For convenience he called these four 
departments operating, traffic, finance, and law, which, he said, 
overlapped at many points with coordination of all departments 
through the executive which also determined corporation and 
financial policies and budgets (see Traffic World, August 3). 


In an earlier day, he said, railroad problems centered about 
the performance of the transportation itself. New methods of 
transportation, he said, were daily making clearer the fact that 
in the immediate future railway thought and genius had to be 
concentrated on the traffic problem, if the industry was to per- 
form the service which the nation’s welfare required. In each 
of his three preceding surveys, merchandise traffic, passenger 
traffic and freight traffic, Mr. Turney said it became evident 
that not only had the advent of new agencies brought about need 
for improvement in railway operating facilities and methods, but 
that it indicated a thorough revamping of pricing, selling and 
servicing. 

The changed conditions have placed the new and vital 
responsibility upon the traffic department to design a system of 
prices which will attract business and at the same time prove 
profitable, and effectively to sell their service, said Mr. Turney. 
Recovery, however, he said, could only be attained by their 
effort. 


“The idea that any form of public or exterior action, short 
of a subsidy, will resuscitate the railways is illusory, to say the 
least,” Mr. Turney asserts. “In view of the gravity of the added 
responsibility, it is fitting that the structure and personnel as 
well as the methods and routines now employed by the traffic 
departments should be examined critically, to reveal what, if 
any, changes therein are indicated by the new conditions.” 


Speaking of what he called “the traffic job” Mr. Turney 
said “this fundamental duty to design a profitable and service- 
able operation, without exception, is the most important con- 
fided to any department of the railroad; it should be kept in the 
forefront in all evaluations of traffic methods or practices.” 


Traffic Departments Principalities 


Noting that there were about 150 Class I railways, which 
reduced to about 100 separate and distinct systems, and a like 
number of separate, and, in large measure confronting, traffic 
departments, he said, these departments were so many little 
principalities, so far as functioning was concerned. Hardly any 
other result, he said, could have been expected when one con- 
sidered the conditions under which they had been developed, the 
policy of lawmakers and regulatory bodies, at least until the 
very recent past, to discourage if not to prohibit cooperation in 
traffic activities. They were created, he said, in a period of 
intensive competition among railroads, and were developed in an 
atmosphere which permitted little cooperation, “in which no 
quarter was asked nor given.” To say that cooperation was 
now required, he said, implied no criticism of the past policy 
of autonomous traffic departments or of those responsible for it, 
“any more than a suggestion to use an air force or a motorized 
artillery is a criticism of Forrest for using horses, or of Hannibal 
for using elephants.” The fact remained, he said, that under 
present conditions, the evils which beset the railway industry 
were due in no small part to the existence of these hundred or 
more confronting organizations. 

The typical railway traffic department, said the report, was 
organized along functional lines, that is, the subdivisions of the 
department were determined by the inherent nature of the work 
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done, rather than by its objectives, the basic function being 
administration, pricing and selling. 

After describing the further division of the traffic depart- 
ment into sub-departments Mr. Turney said that in 1933 there 
were not quite 17,000 employes in the traffic department of the 
reporting carriers, of which 18 per cent were in the administra- 
tive sub-department (including research and industrial develop- 
ment), 22 per cent in the rate department, and 60 per cent in 
the sales department (including specific traffic, car tracing and 
advertising). The total expense of the department was $55,000,- 
000, said Mr. Turney, speaking of the reporting railroads as if it 
were one system, of which the administrative sub-department 
was charged with 24 per cent, the rate department with 26 per 
cent, and the sales sub-department with 50 per cent. The out- 
standing feature of traffic department expenditures, he said, was 
the relatively large amount of time and money required in the 
discharge of administrative duties, the cost of administration, 
nearly $12,000,000, constituting about 24 per cent of all traffic 
expense in 1933. This relatively large proportion, he said, was 
due primarily to two things: (1) The number of agencies han- 
dling the same problem, requiring a large amount of routine 
correspondence; and (2) the functional type of organization, 
requiring constant correlation between the several sub-depart- 
ments. He said it was sffiucient to point out at this time that 
both rooted in the same basic cause, the multiplication of traffic 
departments and activities since, with an intergration of the 
pricing functions in a common agency, the necessity for much 
of the intradepartment correspondence would disappear. 

The relative increase in importance of the traffic depart- 
ment’s function in the recent past, he said, lent emphasis to the 
need for traffic research and development. 

“To devise a rate structure which will attract the largest 
volume of profitable traffic,” said the report, “it is essential 
that the traffic department have information, not merely with 
respect to the present areas of production and markets of pro- 
cessing or consumption, but also with respect to the potentialities 
of other producing areas or consumption markets. .. Only two 
railroads furnished information which would indicate that they 
had traffic research bureaus, which produced material beyond 
that of analytical statistics. The total staff so employed was 6 
and the total annual expenditure therefore was $18,260. The 
attempt to get quality of personnel is manifest when the average 
salary of $254 a month is exposed—44 per cent higher than the 
departmental average. . . . Traffic research by individual rail- 
roads, so far as data are available, has proved profitable. ... 
No one railroad can collect all the information necessary. 

“It is believed that the creation of an aggressive and com- 
petent joint traffic development agency, devoted to the market 
research, traffic and industrial development, for the railroads as 
a whole, would not only repay the carriers many times over, but 
would prove of great Value to industry and to the country as a 
whole.” 

Central Rate Making Agencies 


In this report Mr. Turney refers to what is ordinarily called 
rate-making as pricing, and the making of rates as the pricing 
problem. His thought was that the answer to the pricing or rate- 
making problem lay in a central carrier agency in which each 
carrier would vest its rate making functions, and at the same 
time impose its full responsibility for adequate revenue. He 
called that coordinated pricing. 

“This agency would be wholly independent,” said Mr, Tur- 
ney, “would possess plenary power, in so far as carrier action 
is concerned, and, of course, would constitute the sole tariff 
publishing agency. Its staff should be carefully chosen and 
trained and should maintain adequate (and independent) re- 
search agencies enabling it at all times to be in close contact 
with shippers and commercial conditions. Such an agency 
would greatly stabilize and simplify rates, and materially reduce 
the present expense of pricing. There are objections to it, 
however, which are entitled to consideration. From the carrier 
standpoint, it has the appearance at least of the surrender of a 
function, vital to its existence as a private enterprise. 

“Puissance of the individual carrier over its rate-making is 
greatly exaggerated in present day belief, due doubtless to con- 
ditions which formerly prevailed, but no longer exist. The fact 
indicates that by far the bulk of railway prices not only affect 
but can be affected by other carriers. The ‘right of independent 
action’ (meaning the publication of a rate by carrier regardless 
of the wishes of other carriers) does not mean that a carrier may 
do as it will with respect to its prices, but that it must do as 
the carrier, which proposes the lowest rate, wills. It is an offen- 
sive weapon—never a defensive one. Since, therefore, the great 
bulk of these prices, in the last analysis, must be common or 
joint, it would seem that the interest of the individual carrier 
would be better served by an independent agency responsible to 
it for results, than it would be by a harebrained competitor with- 
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out such responsibility. Nor is it any answer to-urge that the 
Commission may curb the latter. The Commission’s considera. 
tion of rates, in the very nature of things, is judicial rather 
than administrative. It owes no general duty to protect the car. 
riers against themselves; it must decide matters largely on a 
record strictly limited in scope, generally with reference to par. 
ticular rights, and without regard to the rights of other than 
formal parties to the proceeding.” 

Mr. Turney said that the objection that such a centralized 
agency would tend to become bureaucratic and arbitrary and 
would be indifferent to the real needs of industry was one of 
real merit, against which adequate safeguards must be erected. 
That it would be much less impervious to the “traffic club” of 
shippers, he said, must be admitted, but whether it would prove 
indifferent to the real needs of industry would depend entirely 
upon the carriers themselves. 

“It is too much, perhaps, to hope that such a centralization 
of the pricing function could come at once,” says the report, 
“It is not too much to urge that immediate consideration be 
given to integrating the many present rate bureaus. This may 
be done gradually, by providing definite and expedited procedure 
for handling interterritorial matters, by consolidating rate bureaus 
at least in the three districts and the classification bureaus, and 
by assigning immediately to national bureaus those commodities 
in which the interdistrict movement predominates. Much lost 
motion and complexity and prolixity in tariffs, to say nothing 
of expense, can be avoided by appointing a single national 
agency to publish tariffs. All these things can be done without 
any change in existing law, and without any sacrifice, real or 
apparent, in the independence of any carrier. 

“The sincerity and integrity of the pricing officers and staffs 
of individual railroads are not questioned by these recommenda- 
tions. The theory of their managements is that the individual’s 
title and paycheck are to be determined by his effectiveness in 
representing that line or the industries in the region served by 
that line. Evidence indicates that his effectiveness is inhibited 
by factors beyond his control and his independence undermined 
by the relentless pressure of industrial traffic managers. The 
latter, in turn, often are compelled to exercise such pressure by 
the unstable and chaotic condition of the complex pricing 
system.” 

Before coming to his recommendations Mr. Turney observed 
that the pricing problem was exceedingly complex. He described 
the present methods of rate-making, the division of the rates 
and the cost. He said that the carriers responding to the ques- 
tionnaire upon which this report was based expended $10,928,000 
to issue price lists in the manner required by law and then 
spent $1,463,000 in salaries for ‘experts to puzzle out the proper 
rates for the benefit of shippers who did not have the tariffs 
available or could not find the correct price in the tariffs which 
they had.” That expenditure, Mr. Turney said, represented a 
service and as long as the information as to carrier prices was so 
difficult to get from their price lists, it was essential that they 
offer the rate quotation service. 

The extreme decentralization in the rate-making or pricing 
function, Mr. Turney said, was due primarily to, (1) Inertia re- 
sulting from past practices; (2) concept of each railroad as a 
private and individual enterprise; and (3) a public policy accom- 
panied by severe penalties, which sought to enforce competition. 

Government to Blame 


Speaking of the three influences, the government policy to 
enforce competition, he said, was probably the most important. 
So long, he said, as the carriers had been prevented by law from 
agreeing upon competitive rates, there was little that they 
could do toward paralleling in organization and pricing the inte- 
gration in public regulation and price brought about by irresisti- 
ble economic influences. He said it often had been pointed out 
that the complete regulation of rates and rate-making now vested 
in the Commission, and indeed the very sections of the interstate 
commerce act, were wholly incompatible with competitive pric- 
ing by competition agencies. 

Mr. Turney pointed out that to a certain extent price-making 
or rate-making had been along commodity lines. He said that 
the commodity type of organization had marked advantages but 
that the ultimate remedy, however, would appear to lie in a 
wholly different direction. The objectives in pricing, he said, 
were (1) maximum revenue to carriers, (2) encouragement of 
commerce, (3) industrial stability, and (4) flexibility to enable 
progress. Present pricing practices, the report says, accomplish 
none of the individual objectives, because decentralized activity 
lead to (1) pricing without regard to volume of traffic, (2) pric 
ing advantages to those who can force, (3) pricing without 4 
continuity of policy, and (4) pricing based on compromise. 


Selling of Freight Service 


As to the selling of freight service, Mr. Turney called atten- 
tion to the fact that in his freight traffic report he had made 
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the suggestion that service would be greatly improved and con- 
siderable waste eliminated by the voluntary grouping of carriers 
for definite route channels, which, he said, could be accomplished 
without consolidation, without surrender of individuality and 
h little or no pecuniary risk. 

If something along those general lines were to eventuate, 
he said, the sales problem would be simplified, the expense re- 
duced, and the effort greatly improved. The present on-line and 
off-line agencies, in each city, he said, would be consolidated 
into a limited number of joint agencies, one representing each 
of the competing channels. 

“This agency would have become a vital, live force in stimu- 
lating business, in furnishing complete information and in serv- 
icing the patrons’ traffic movements,” says the report under the 
head of “sales coordination.” “With the development of these 
joint agencies, there would be a gradual but inevitable tendency 
for the supervising and directive forces of the carriers similarly 
to coalesce, so that in time there would come about a limited 
number of competing sales organizations, each serving a large 
group of non-competing carriers, utilizing modern advertising 
as well as personal contacts. Such organizations would prove 
far more serviceable, effective, and at the same time more 
economical.” 

Regarding the sales problem, discussed before the conclu- 
sions stated in the preceding paragraph were set down, the 
report, using figures contained in the merchandise traffic report, 
Mr. Turney said that on the whole each car of freight originated 
py the railroads was solicited by about three agencies of the 
railroads which participated in the movement. 

A most important phase of the problem, the report said, was 
the method of the shipper contact. Analyzing the reports, it was 
found that the shipper of many cars, the multi-car shippers they 
were called, constituting but 2 per cent of the shippers in num- 
ber, were responsible for 47 per cent of the cars; the large 
shippers, constituting 5 per cent, were responsible for 23 per 
cent of the cars; average shippers, constituting 39 per cent in 
number, were responsible for 26 per cent of the cars; and tran- 
sient shippers, constituting 54 per cent in number, were respon- 
sible for 4 per cent of the traffic. The cost, $27,500,000, repre- 
sented, the report said, a cost of $1.44 a car originated. Thirty- 
six per cent of the calls made by solicitors on the transient 
group (4 per cent of cars), at a cost (apportioned on a call basis) 
of not quite $10,000,000, which the report said was equal to about 
$12 a car originated for this group of shippers. 


A further important aspect of the sales problem, the report 
said, was the relatively high concentration of traffic. With about 
half of the carload traffic routed by about 5,000 shippers, the 
question arose, said the report, whether the solicitation and 
servicing of their traffic should not be separated from, the en- 
tirely different character necessary for the smaller shippers, by 
assigning such solicitation to a central office agency, organized 
on commodity lines to parallel the business of those shippers. 

The report said the Section of Transportation Service did 
not request the names, businesses and addresses of shippers 
called on by the agencies, out of deference to the private nature 
of the information. The compilation of such a list, however, 
by a joint bureau for the use of all carriers, it said, not only in 
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said, was the only medium through which any widespread result 
could be obtained for the distribution of such material. The 
result of the methods of the railroads, the report said, was that 
outside agencies were largely operated independently of central 
office sales direction. The central office, it said, should be the 
nerve center of the sales department, the driving force of the 
sales effort. 

Speaking of sales effectiveness, the report said of the re- 
sponses made to the invitation for suggestions that about one- 
fourth of the solicitors and not quite one-half of the shippers 
recommended that solicitors be given authority in rate and serv- 
ice matters. Not quite one-third of the solicitors and shippers 
recommended that salesmen’s compensation be related to their 
production and that men from other industries be employed as 
solicitors. Agreement of solicitors and shippers alike, that more 
careful selection and thorough-going training of solicitors in 
their work was necessary, indicated, said the report, a widespread 
recognition of the need for that improvement. 

As to sales agency costs, the report said the total cost of 
outside freight agencies of the reporting railways was not quite 
$24,000,000, of which 54 per cent was expended for on-line agen- 
cies and the rest on off-line agencies, the whole thing being equal 
to about one-half of 1 per cent of the total freight revenue— 
a relatively low sales cost for a competitive business. Relating 
costs to production, Mr. Turney said he found that the cost by 
the car terminated, for on-line agencies was 74 cents and for 
off-line agencies $1.63. The on-line agency cost, he said, varied 
from 54 cents in the east to $1.35 in the southwest and the off- 
line agency cost from $1.25 in the east to $3.34 in the southwest. 


Advertising 


With regard to the advertising of freight service, Mr. Turney 
said: 


In 1933 railroads expended one one-hundredth of one per cent of 
their freight traffic revenue on advertising freight traffic. The budget 
for the reporting carriers was $226,000. This does not include $204,000 
apportioned to freight service as its share of institutional advertising. 

Newspaper advertising accounted for 10 per cent of the direct 
expenditure, magazines (mostly business and trade publications) 25 
per cent, novelties 15 per cent, and special displays 8 per cent. The 
remaining 42 per cent was mainly absorbed by overhead, salaries, 
etc. Expenditures for posters, maps, radio and direct mail were rela- 
tively small. 


Eighty-three per cent of the carriers reported that their freight 
advertising was designed to accomplish a definite end. Prevailingly 
there was an intention to make a market study before placement. 
Less than half the railroads, however, empioyed agencies, experienced 
in commercial work, and only 24 reported that their agency specialized 
in railway advertising. 

Being exposed to many influences, it was not unexpected that a 
majority of railroads had agreements to limit advertising. The many 
possible sources of pressure for placement of advertising may well 
be the reason why railways have opened up to such a slight degree 
on their freight advertising appropriations. 

Only 22 railroads expressed a disbelief in general freight 
advertising. The others could not have had a very firm conviction 
that it is productive. The smallness of the expenditure makes this 
disbelief more eloquent than the statement of disbelief. 

The outstanding thoughts which were attempted to be sold were 
only: (1) Regular, frequent, fast and dependable service; and (2) 
location of the road. 

Other themes for copy vary considerably. The two leading 
thoughts above named, however, are not prominent among those used 
by railways in advertising directed to overcome highway competition, 
confirming the belief that rail advertising is directed principally 
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tion as a whole, sales contests, as well as an exposition of out- 
Standing individual accomplishments, the report said, were de- 
vices which some railroads and many other organizations had 
used with telling effects. An educational compaign, the report 





solicitaton efforts, and provide a certain machinery for obtaining 
information of prospective traffic, in place of relying on “tips,’’ rumor 
and gossip. f 
Advertising should supplement, not displace, the solicitor. It 
has been remarked that 20 years ago the greatest foes of advertising 
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were the salesmen. They saw the printed work and the picture 
replacing their demonstrations and their personal sales presenta- 
tion. In the present day the salesman demands advertising, for it 
gives his product prestige in addition to utility at a price. That 
advertising will not displace personal sales efforts is recognized by 
railway salesmen, as shown by the fact that over 60 per cent of 
them recommend newspaper, direct mail, rate manual, and similar 
advertising. 

In an era of highway, waterway, and railway transport competi- 
tion, advertising of quality is the only alternative to direct or in- 
direct rate competition. There are other considerations that gain 
permanent consumer acceptance besides price. Further, the direct 
or indirect price competition leads inevitably to the weaker being 
destroyed at the ultimate detriment to the public. Many of the 
“truck compelled’ rate reductions might have been avoided in part 
by improved service, coupled with vigorous advertising. 

For most carriers it has been hard to justify very great expendi- 
tures, because of the difficulty of reaching the consumers of freight 
transport service. There are few media that reach the shipper 
without being unduly extravagant in paying for what is waste cir- 
culation, 

Of course the indirect effect of prestige, created by advertising, 
has a result on a consumer through the latter’s contacts with readers 
who are not shippers or have only an indiect interest in transpor- 
tation. Further, other industries have found that advertising has a 
prestige-building value with the salesmen and other employes of the 
company. The employe whose company is advertising vigorously, 
himself becomes a personification of the vigor of that company. The 
claims which he makes take on an objective reality when seen “in 
the newspaper.”’ 

Advertising should be helpful in overcoming the lower prices, and 
the flexibility and informality with which they are made by com- 
peting forms of transportation. For that reason it is surprising to 
note that railways seem to employ advertising to outsell their rail- 
way, rather than other competitors. Several examples of outstand- 
ing campaigns were reported but a large number of the carriers used 
no specific advertising themes, in an effort to overcome truck com- 
petition. 

It is granted that the results of most railway freight advertising 
cannot be easily checked. If an increase in traffic results concur- 
rently with an advertising campaign, for every officer, who credits 
the increase to the advertising, another officer will have some other 
explanation. One certain way to check advertising is to stop. The 
railways, having scarcely begun, can hardly attempt that experiment. 

A reflection of the attitude toward advertising is found in the 
division of advertising expense. The comparative prominence of 
novelty advertising indicates that rail officers have been groping 
with a very real problem—directing advertising to the attention of 
those who will react to it. The primary advertising principle of ob- 
taining attention through capture of interest is exemplified by 
novelty advertising. But in how many cases is the sales message 
of a superior or an excellent product driven home? In an effort 
to use an economical device, the end of advertising is defeated. 
The sale, if any, is based on gratitude for a gift—an expensive sales 
method. It is interesting to note that only 15 per cent of the shippers 
thought railway sales effort would be improved by novelty adver- 
tising, although over % of them recommended direct mail adver- 
tising. 

None of the copy reported by the carriers was outstanding in 
its tendency to convince the shipper of mutuality of interest, and in 
subordinating the railroad’s advantages to those of the customer. 

Direct mail advertising has been regarded as extremely hazardous 
in the past because of the many conflicting reports concerning its 
success. It has been found to be effective if planned and executed 
by an expert, if consciously followed up, rather than being founded 
on a single-shot basis. Perhaps the greatest reason for the bad 
reputation of direct mail advertising is the apparent economy of it, 
and the ease with which the unskillful can utilize the device. Sales 
journals often comment on the fact that more money has _ been 
wasted on direct mail advertising than on any other single form of 
advertising. Experts agree that the single letter or single piece 
mailing is likely to be a failure, unless it is in response to a request. 
Direct mail advertising should be part of a comprehensive campaign, 
embracing all means of sales effort, including personal contacts where 
the direct mail approach has led to a reply. 

In the use of direct mail, the list is all important. With all the 
existing sources open to them, the railways, particularly if they act 
cooperatively, should be able to prepare a mailing list that would 
enable them to place their services before a host of potential cus- 
tomers at a price not possible through personal sales contact. 

As other studies by this section indicate, the railways at present 
possess potential advantages not obtainable from other transport 
agencies, and if by improvement and modernization, they could at- 
tain the service efficiency which the studies indicate, an advertising 
budget of % of 1 per cent of their freight revenue would probably 
be a most renumerative investment. 


Traffic Personnel 


The traffic personnel of the reporting roads, Mr. Turney 
said, in 1933, was about 29,000, of which about 1,500 were 
officers, 15,000 clerks, 3,000 stenographers and typists, and 8,000 
solicitors. The average salary was $143 a month, the average 
salary of officers being about $450 a month. The average age 
of the employes when beginning employment was about 20 
years, except the stenographic help, the average age in that class 
being about 22.5 years. Of the officers 23 per cent entered 
railroad service at 16 years or under, and 67 per cent at under 
20 years. Sixty-three per cent of the solicitors and 64 per cent 
entered the service while still under 20 years of age. 

Mr. Turney said the education of the average freight traffic 
department employe ended with the tenth grade in each of the 
officer and employe groups, except the stenographic service, 
where it was approximately one grade higher. About 40 per 


cent of officers, clerks and solicitors, 50 per cent of miscellaneous 
employes and 60 per cent of stenographers, he said, completed 
high school. About 5 per cent of the officers, and 4 per cent of 
the employes, he added, were college graduates. In part, with 
regard to the personnel, Mr. Turney said: 








From the foregoing somewhat sketchy analysis of the present 
personnel, several important facts appear: (1) The pattern is prac. 
tically the same whether the clerical forces, the station agents, the 
solicitors, the officers or the chief officers are examined, indicating 
the tremendous influence of longevity and length of service; (2) op 
the whole, the personnel is not so distributed among age groups as 
to provide a continuous supply of officer material ambition, and is 
of an average age likely to produce a shortage of such materia] jn 
the not distant future. These solid age blocks serve to discourage 
younger men, and evidently have prevented rail traffic departments 
from securing younger men of a generation that has been able to 
secure a greater education than previous generations enjoyed; (3) 
the educational qualifications of the officers and men is subnorma} 
when viewed in the light of those which exist in other industries 
The lack of education is not an absolute handicap, but has pre. 
vented rail carriers from being of the greatest service to industries 
developed and manned by those having educational advantages, and 
has put rail carriers at a disadvantage in competing with common 
carriers whose ranks contain both experienced and better educated 
junior staffs, and (4) the experience of the personnel is too narrow 
and requires broadening by service in other railway departments 
and particularly in other industries. ; 

One railway reported that employment was in the hands of a 
personnel officer. In the majority of cases the chief trattic ofticer 
was reported to be primarily responsible for the employment of 
officers, solicitors, chief clerks, clerks and stenographers. In about 
a third of the cases this responsibility was assigned to the assistant 
chief traffic officer. The tendency is marked, however, that as the 
importance of the job decreases, the lower ranking officers serve 
as the employing officer. This is most marked in the case of gen- 
eral agents who are permitted to employ solicitors by over half the 
reporting roads. A general interpretation of the replies would in- 
dicate that an officer of whatever rank is charged with the responsi- 
bility of hiring his subordinate, subject to the approval of his supe- 
riors, and that with respect to most positions, there is no definite 
designation of a single employment. There is little agreement be- 
tween railroads as to the proper minimum and maximum age limits 
to set for any one type of job at the time of employment. The 
growing insistence upon average educational attainments is reflectea 
by the 50 per cent response that a high school education is necessary 
if an applicant were to receive consideration for a clerical or solicita- 
tion job; 20 per cent have no minimum educational qualifications 
and 30 per cent require only an eighth grade education for their 
junior employes. 

The problem of efficient hiring procedure is somewhat academic 
after five years of contraction of forces, but to the extent that hir- 
ing policies are neither modernized nor standardized, it may be taken 
for granted that dismissal policies may have been based on con- 
siderations, other than those of strict, long run organization efficiency. 
In the face of a large body of experienced, furloughed employes, it 
may seem that the hiring problem will be one for the remote future. 
A study of the age levels of the traffic personnel, however, indicates 
that a serious hiring and training problem will arise in the not 
distant future. 


An outstanding defect in present traffic personnel activities, 
Mr. Turney said, was the lack of adequate programs for train- 
ing present employes. Thirty-two per cent of the railroads, he 
said, reported no program whatever and others only small ones. 
He thinks there should be training programs with the person- 
nel officer conspicuous in them. On that point he said: 


The part of the personnel office, or the officer whose primary 
assignments include that of personnel, in such a training program, 
would be conspicuous. He will have, by definition, time for activity, 
an intimate knowledge of the individual organization, and a re- 
sponsibility to produce a high degree of esprit de corps, and a smoothly 
functioning, efficient organization. His selection preferably should 
be made from among ranks of present officers; but if no man suit- 
able be found, there should be no hesitation to go outside, rather 
than intrust so important function to a man unsuited for such an 
important job. 

Such an officer should be, in the first place, a man versed in the 
functions of the traffic department. His knowledge of modern em- 
ployment technique should be prominently considered in his appoint- 
ment, but above all, he should have developed an ‘organization 
horse sense,’’ which would enable him to work with the other trattic 
= who, after all, will have to get work out of the employes 

ired. 


In transmitting the report to the carriers’ regional co- 
ordinating committees, Coordinator Eastman said: 


I transmit herewith, for your consideration, a report on Kailway 
Traffic Organization, prepared by my Section of Transportation Serv- 
ice, under the direction of Mr. J. R. Turney. 

While assembly of the information caused the railroads much 
labor, the subject with which the report deals is manifestly of 
great importance, under present competitive conditions. I believe 
that if the report is studied with care, every railroad will find there- 
in much which will prove of considerable value to it individually. 
Especially is this true with respect to the employment and training 
of personnel. 

It_ is to the suggestions regarding cooperative action, however, 
that I particularly call your attention. The facts brought out in 
the Freight Traffic Report, as well as in this report, emphasize the 
need for greater cooperation in the ratemaking activities of the car- 
riers. I have in mind no definite form which this cooperation should 
take, but I hope that the carriers will give serious consideration t0 
the problem. 

A further field for cooperation lies in advertising, and in the 
coordination of on line and off line agencies. One way by which 
this might be accomplished is pointed out in the report. Doubtless 
other methods will occur to the carriers. 





COMMISSION PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Edward M. Boyne, New York, N. Y.; J. Marvin 
Crawford, New Albany, Miss.; Clarence C. Dill, Washington, 
D. C.; Robert C. Rand, New York, N. Y.; Henry J. Stipchick, 
St. Louis, Mo. 
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Motor Carrier Legislation 


Complete Text of New Motor Transport Regulation Law, Effective October 1, 
Unless Commission Postpones Date 


EARS of agitation for enactment of a bill regulating highway 

carriers culminated shortly after noon August 5 when the 
Senate, on motion of Chairman Wheeler, of the Senate interstate 
commerce committee, agreed to the amendments adopted by the 
House to the bill, S. 1629, as it was originally passed by the 
Senate, This completed congressional action on the measure 
(see Traffic World, Aug. 3, p. 193). 

On signature of the act by the President, regulation as pro- 
vided therein will become effective October 1, 1935. However, 
the Commission, if it finds it necessary or desirable in the 
public interest, may postpone the taking effect of any provision 
of the act to such time after October 1 as it shall prescribe but 
not beyond April 1, 1936. The text of the measure as approved 
by Congress follows: 


Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, That the Interstate 
Commerce Act, as amended, herein referred to as ‘“‘Part I,” is hereby 
amended by inserting at the beginning thereof the caption ‘part I,’’ 
and by substituting for the words ‘this act,’’ wherever they occur, 
the words “this part,’’ but such part I may continue to be cited as 
the “Interstate Commerce Act,”’ and said Interstate Commerce Act is 
hereby further amended by adding the following part II: 


“Part Il 
“SHORT TITLE 
“Sec, 201. This part may be cited as the ‘Motor Carrier Act, 1935.’ 
“Declaration of Policy and Delegation of Jurisdiction 


“Sec. 202. (a) It is hereby declared to be the policy of Congress 
to regulate transportation by motor carriers in such manner as to 
recognize and preserve the inherent advantages of, and foster sound 
economic conditions in, such transportation and among such carriers 
in the public interest; promote adequate, economical, and efficient 
service by motor carriers, and reasonable charges therefor, without 


»unjust discriminations, undue preferences or advantages, and unfair 


or destructive competitive practices; improve the relations between, 
and coordinate transportation by and regulation of, motor carriers «and 
other carriers; develop and preserve a highway transportation system 
properly adapted to the needs of the commerce of the United States 
and of the national defense; and cooperate with the several states 
and the duly authorized officials thereof, and with any organization of 
motor carriers in the administration and enforcement of this part. 

“(b) The provisions of this part apply to the transportation of 
passengers or property by motor carriers engaged in interstate or for- 
eign commerce and to the procurement of and the provision of facili- 
ties for such transportation, and the regulation of such transportation, 
and of the procurement thereof, and the provision of facilities therefor, 
is hereby vested in the Interstate Commerce Commission. 

“(c) Nothing in this part shall be construed to affect the powers 
of taxation of the several states or to authorize a motor carrier to 
do an intrastate business on the highways of any state, or to interfere 
with the exclusive exercise by each state of the power of regulation 
of intrastate commerce by motor carriers on the highways thereof. 


“Definitions 


“Sec. 203. (a) As used in this part— 

(1). The term ‘person’ means any individual, firm, copartnership, 
corporation, company, association, or joint-stock association; and in- 
, any trustee, receiver, assignee, or personal representative 

**(2) The term ‘board’ or ‘state board’ means the commission, 
board, or official (by whatever name designated in the laws of a state) 
which, under the laws of any state in which any part of the service 
in interstate or foreign commerce regulated by this part is performed, 
has or may hereafter have jurisdiction to grant or approve certificates 
of public convenience and necessity or permits to motor carriers, or 
otherwise to regulate the business of transportation by motor vehicles, 
in intrastate commerce over the highways of such state. 
em The term ‘Commission’ means the Interstate Commerce Com- 

“(4)_ The term ‘joint board’ means any special board constituted 
as provided in section 205 of this part. 

_ “(3) The term ‘certificate’ means a certificate of public conve- 
nience and necessity issued under this part to common carriers by 
motor vehicle. 

(6) The term ‘permit’ means a permit issued under this part to 
contract carriers by motor vehicle. 

(7) The term ‘license’ means a license issued under this part 
to a broker. 

. (8) The term ‘state’ a y 
District of Columbia. means any of the several states and the 

(9) The term ‘express company’ means any common carrier by 
express subject to the provisions of part I. 

— — ‘The term ‘interstate commerce’ means commerce between 
in *. ace In a state and any place in another state or between places 
tn same state through another state, whether such commerce 
moves wholly by motor vehicle or partly by motor vehicle and partly 
y rail, express, or water. 

iden te The term ‘foreign commerce’ means commerce between any 
vale ca United States and any place in a foreign country, or be- 
Siether nee in the United States through any foreign country, 
sehee r —_ commerce moves wholly by motor vehicle or partly by 

lee icle and partly by rail, express, or water. 

ah ) The term ‘highway’ means the roads, highways, streets, 

Vays in any state. 
is an The term ‘motor vehicle’ means any vehicle, machine, trac- 

» Waller, or semi-trailer propelled or drawn by mechanical power 





and used upon the highways in the transportation of passengers or 
property, but does not include any vehicle, locomotive, or car operated 
exclusively on a rail or rails. 

(14) The term ‘common carrier by motor vehicle’ means any 
person who or which wndertakes, whether directly or by a lease or 
any other arrangement, to transport passengers or property, or any 
class or classes of property, for the general public in interstate or 
foreign commerce by motor vehicle for compensation, whether over 
regular or irregular routes, including such motor vehicle operations 
of carriers by rail or water, and of express or forwarding companies, 
except to the extent that these operations are subject to the pro- 
visions of part I 

(15) The term ‘contract carrier by motor vehicle’ means any 
person, not included under paragraph (14) of this section, who or 
which, under special and individual contracts or agreements, and 
whether directly or by a lease or any other arrangement, transports 
passengers or property in interstate or foreign commerce by motor 
vehicle for compensation. 

*“(16) The term ‘motor carrier’ includes both a common carrier 
by motor vehicle and a contract carrier by motor vehicle. 

“(17) The term ‘private carrier of property by motor vehicle’ 
means any person not included in the terms ‘common carrier by motor 
vehicle’ or ‘contract carrier by motor vehicle,’ who or which trans- 
ports in interstate or foreign commerce by motor vehicle property of 
which such person is the owner, lessee, or bailee, when such trans- 
portation is for the purpose of sale, lease, rent, or bailment, or in 
furtherance of any commercial enterprise. - 

(18) The term ‘broker’ means any person not included in the 
term ‘motor carrier’ and not a bona fide employe or agent of any 
such carrier, who or which, as principal or agent, sells or offers for 
sale any transportation subject to this part, or negotiates for, or holds 
himself or itself out by solicitation, advertisement, or otherwise as 
one who sells, provides, furnishes, contracts, or arranges for such 
transportation. 

(19) The ‘services’ and ‘transportation’ to which this part applies 
include all vehicles operated by, for, or in the interest of any motor 
earrier irrespective of ownership or of contract, express or implied, 
together with all facilities and property operated or controlled by any 
such carrier or carriers and used in the transportation of passengers 
or property in interstate or foreign commerce or in the performance 
of any service in connection therewith. 

(20) The term ‘interstate operation’ means any operation in 
interstate commerce. 

“(21) The term ‘foreign operation’ means any operation in for- 
eign commerce, 

“(b) Nothing in this part, except the provisions of section 204 
relative to qualifications and maximum hours of service of employes 
and safety of operation or standards of equipment, shall be construed 
to include (1) motor vehicles employed solely in transporting school 
children and teachers to or from school; or (2) taxicabs, or other 
motor vehicles performing a bona fide taxicab service, having a capac- 
ity of not more than six passengers and not operated on a regular 
route or between fixed termini; or (3) motor vehicles owned or oper- 
ated by or on behalf of hotels and used exclusively for the transporta- 
tion of hotel patrons between hotels and local railroad or other common 
earrier stations; or (4) motor vehicles operated, under authorization, 
regulation, and control of the Secretary of the Interior, principally 
for the purpose of transporting persons in and about the national 
parks and national monuments; or (4a) motor vehicles controlled and 
operated by any farmer, and used in the transportation of his agri- 
cultural commodities and products thereof, or in the transportation of 
supplies to his farm; or (4b) motor vehicles controlled and operated 
by a cooperative association as defined in the agricultural marketing 
act, approved June 15, 1929, as amended; or (5) trolley busses oper- 
ated by electric power derived from a fixed overhead wire, furnishing 
local passenger transportation similar to street-railway service; or 
(6) motor vehicles used exclusively in carrying live stock, fish (includ- 
ing shell fish), or agricultural commodities (not including manufactured 
products thereof); or (7) motor vehicles used exclusively in the dis- 
tribution of newspapers; nor, unless and to the extent that the Com- 
mission shall from time to time find that such application is necessary 
to carry out the policy of Congress enunciated in section 202, shall 
the provisions of this part, except the provisions of section 204 rela- 
tive to qualifications and maximum hours of service of employes and 
safety of operation or standards of equipment, apply to: (8) The 
transportation of passengers or property in interstate or foreign com- 
merce wholly within a municipality or between contiguous municipali- 
ties or within a zone adjacent to and commercially a part of any such 
municipality or municipalities, except when such transportation is 
under a common control, management, or arrangement for a continu- 
ous carriage or shipment to or from a point without such municipality, 
municipalities, or zone, and provided that the motor carrier engaged 
in such transportation of passengers over regular or irregular route 
or routes in interstate commerce is also lawfully engaged in the intra- 
state transportation of passengers over the entire length of such 
interstate route or routes in accordance with the laws of each state 
having jurisdiction; or (9) the casual, occasional, or reciprocal trans- 
portation of passengers or property in interstate or foreign commerce 
for compensation by any person not engaged in transportation by 
motor vehicle as a regular occupation or business. 


“General Duties and Powers of the Commission 


“Sec. 204. (a) It shall be the duty of the Commission— 

(1) To regulate common carriers by motor vehicle as provided 
in this part, and to that end the Commission may establish reasonable 
requirements with respect to continuous and adequate service, trans- 
portation of baggage and express, uniform systems of accounts, rec- 
ords, and reports, preservation of records, qualifications and maximum 
hours of service of employes, and safety of operation and equipment. 

“(2) To regulate contract carriers by motor vehicle as provided 
in this part, and to that end the Commission may establish reasonable 
requirements with respect to uniform systems of accounts, records, 
and reports, preservation of records, qualifications and maximum hours 
of service of employes, and safety of operation and equipment. 
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(3) To establish for private carriers of property by motor vehicle, 
if need therefor is found, reasonable requirements to promote safety 
of operation, and to that end prescribe qualifications and maximum 
hours of service of employes and standards of equipment. In the event 
such requirements are established, the term ‘motor carrier’ shall be 
construed to include private carriers of property by motor vehicle in 
the administration of sections 204 (d) and (e); 205; 220; 221; 222 (a), 
(b), (d), (f) and (g); and 224. 

“(4) To regulate brokers as provided in this part, and to that 
end the Commission may establish reasonable requirements with re- 
spect to licensing, financial responsibility, accounts, records, reports, 
operations, and practices of any such person or persons. cae 

“(5) For the purpose of carrying out the provisions pertaining 
to safety, the Commission may avail itself of the assistance of any of 
the several research agencies of the federal government having special 
knowledge of any such matter, to conduct such scientific and technical 
researches, investigations, and tests as may be necessary to promote 
the safety of operation and equipment of motor vehicles as provided 
in this part; the Commission may transfer to such agency or agencies 
such funds as may be necessary and available to make this provision 
effective. 

“(6) To administer, execute, and enforce all other provisions of 
this part, to make all necessary orders in connection therewith, and 
to prescribe rules, regulations, and procedure for such administra- 
tion; and 

(7) To inquire into the organization of motor carriers and brok- 
ers and into the management of their business, to keep itself informed 
as to the manner and method in which the same is conducted, and 
to transmit to Congress, from time to time, such recommendations as 
to additional legislation relating to such carriers or brokers as the 
Commission may deem necessary. 

“(b) The provisions of any code of fair competition for any 
industry embracing motor carriers or for any subdivision thereot 
approved pursuant to the National Industrial Recovery Act or any 
present or future Act amendatory thereof, or supplementary thereto, 
or in substitution therefor, which is in conflict or inconsistent with 
any action under the provisions of this part, shall have no force or 
effect after this section becomes effective. 

‘“‘(c) The Commission may from time to time establish such just 
and reasonable classifications of brokers or of groups of carriers 
included in the term ‘common carrier by motor vehicle’, or ‘contract 
carrier by motor vehicle’, as the special nature of the services per- 
formed by such carriers or brokers shall require; and such just and 
reasonable rules, regulations, and requirements, consistent with the 
provisions of this part, to be observed by the carriers or brokers so 
classified or grouped, as the Commission deems necessary or desirable 
in the public interest. 

‘“(d) Upon complaint in writing to the Commission by any per- 
son, State board, organization, or body politic, or upon its own 
initiative without complaint, the Commission may investigate whether 
any motor carrier or broker has failed to comply with any provision 
of this part, or with any requirement established pursuant thereto. 
If the Commission, after notice and hearing finds upon any such 
investigation that the motor carrier or broker has failed to comply 
with any such provision or requirement, the Commission shall issue 
an appropriate order to compel the carrier or broker to comply 
therewith. Whenever the Commission is of opinion that any com- 
plaint does not state reasonable grounds for investigation and action 
on its part, it may dismiss such complaint. 

‘“(e) After a decision, order, or requirement has been made Dy 
the Commission in any proceeding under this part, any party thereto 
may make application to the Commission for reconsideration or 
rehearing of the same, or of any matter determined therein, and it 
shall be lawful for the Commission in its discretion to grant such 
reconsideration or a rehearing if sufficient reason therefor be made 
to appear. Applications for reconsideration or rehearing shall be 
governed by such general rules as the Commission may prescribe. 
No such application shall excuse any motor carrier or broker from 
complying with or obeying any decision, order, or requirement of the 
Commission, or operate in any manner to stay or postpone the 
enforcement thereof, without the special order of the Commission. 
If, after such reconsideration or rehearing, it shall appear that the 
original decision, order, or requirement is in any respect unjust or 
unwarranted, the Commission may reverse, change, or modify the 
same accordingly. Any decision, order, or requirement made after 
such reconsideration or rehearing shall be subject to the same pro- 
visions as an original decision, order, or requirement. 

“(f) The provisions of sections 14 and 16 (13) of part I, relating 
to reports, decisions, schedules, contracts, and other public records, 
shall apply in the administration of this part. 


“Administration 


“Sec. 205. (a) Excepting a matter which is referred to a joint 
board as hereinafter provided, any matter arising in the administra- 
tion of this part requiring a hearing shall be heard and decided by 
the Commission, or shall, by order of the Commission, be referred 
to a member or examiner of the Commission for hearing and the 
recommendation of an appropriate order thereon. With respect to 
such matter the member or examiner shall have all the rights, duties, 
powers, and jurisdiction conferred by this part upon the Commission, 
except that the order recommended by such member or examiner 
shall be subject to the following provisions of this paragraph. Any 
order recommended by the member or examiner with respect to such 
matter shall be in writing and be accompanied by the reasons therefor, 
and shall be filed with the Commission. Copies of such recommended 
order shall be served upon the persons specified in paragraph (f), 
who may file exceptions thereto, but if no exceptions are filed within 
20 days after service upon such persons, or within such further 
period as the Commission may authorize, such recommended order 
shall become the order of the Commission and become effective, unless 
within such period the order is stayed or postponed by the Com- 
mission. Where exceptions are filed as herein provided it shall be 
the duty of the Commission to consider the same and, if sufficient 
reason appears therefor, the Commission shall grant such review or 
make such orders or hold or authorize such further hearings or 
proceedings in the premises as may be necessary or proper to carry 
out the purposes of this part, or the Commission may, on its own 
motion, review any such matter and take action thereon as if excep- 
tions thereto had been filed. The Commission, after review upon the 
same record or as supplemented by a further hearing, shall decide 
the matter and make appropriate order thereon. 

“(b) The Commission shall, when operations of motor carriers 


or brokers conducted or proposed to be conducted involve not more 
than three States, and the Commission may, in its discretion, when 
operations of motor carriers or brokers conducted or prosposed to be 
conducted involve more than three States, refer to a joint board for 
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appropriate proceedings thereon, any of the following matters arising 
in the administration of this part with respect to such operations: 
Applications for certificates, permits, or licenses; the suspension 
change, or revocation of such certificates, permits or licenses; appjj: 
cations for the approval and authorization of consolidations, mergers, 
and acquisitions of control or operating contracts; complaints as to 
violations by motor carriers or brokers of the requirements establisheg 
under section 204 (a); and complaints as to rates, fares, and charges 
of motor carriers or the practices of brokers: Provided, however, That 
if the Commission is prevented by legal proceedings from referring 
a matter to a joint board, it may determine such matter as providey 
in paragraph (a) of this section. The Commission, in its discretion, 
may also refer to a joint board any investigation and suspension 
proceeding or other matter not specifically mentioned above which 
may arise under this part. The joint board to which any such matter 
is referred shall be composed solely of one member from each State 
within which the motor-carrier or brokerage operations involved jn 
such matter are or are proposed to be conducted: Provided, That the 
Commission may designate an examiner or examiners to advise with 
and assist the joint board under such rules and regulations as it 
may prescribe. In acting upon matters so referred joint boards shal 
be vested with the same rights, duties, powers, and jurisdiction as 
are hereinbefore vested in members or examiners of the Commission 
while acting under its orders in the administration of this part, 
Orders recommended by joint boards shall be filed with the Com- 
mission, and shall become orders of the Commission and become effec- 
tive in the same manner, and shall be subject to the same procedure, 
as provided in the case of orders recommended by members or ex- 
aminers under this section. 

““(c) Whenever there arises in the administration of this part 
any matter that the Commission is required to refer to a joint board, 
or that the Commission determines, in its discretion, to refer to a 
joint board, the Commission shall, if no joint board eligible to con- 
sider said matter is in existence, create a joint board to consider the 
matter when referred, and to recommend appropriate order thereon, 
The Commission shall prescribe rules governing meetings and pro- 
cedure of joint boards and may, in the event of legal proceedings 
preventing reference to a joint board, determine the matter as 
provided in paragraph (a) of this section. Except as hereinafter 
provided, a joint board shall consist of a member from each State 
in which the motor carrier or brokerage operations involved are or 
are proposed to be conducted. The member from any such State 
shall be nominated by the board of such State from its own member- 
ship or otherwise; or if there is no board in such State or if the 
board of such State fails to make a nomination when requested by 
the Commission, then the Governor of such State may nominate such 
member. The Commission is authorized to appoint as a member upon 
the joint board any such nominee approved by it. If both the board 
and the Governor of any State shall fail to nominate a joint board 
member when requested, then the joint board shall be constituted 
without a member from such State, if members for two or more 
States shall have been nominated and approved by the Commission, 
All decisions and recommendations by joint boards shall be by 
majority vote. If the board of each State from which a member of 
a joint board is entitled to be appointed shall waive action on any 
matter referred to such joint board, or if any joint board fails or 
refuses to act, or is unable to agree upon any matter submitted to it 
within forty-five days after the matter is referred to it or such other 
period as the Commission may authorize, or if a member shall not 
be nominated for more than one State (except only when the 
operations proposed shall be into or through territory foreign to the 
United States), then such matter shall be decided as in the case of 
any matter not required to be referred to a joint board. When any 
proceeding required to be referred to a joint board shall involve 
operations of a motor carrier conducted or proposed to be conducted 
into or through territory foreign to the United States, if a single 
State shall be involved, or if only one State shall make nomination 
of a joint board member through its Governor or State board, then 
the Commission, in such case, may receive from that State the 
nomination of not more than three members and may appoint such 
nominees to constitute the joint board. Members of joint boards 
when administering the provisions of this part shall receive such 
allowances for travel and subsistence expenses as the Commission 
shall provide. A joint board shall continue in existence for the 
consideration of matters referred to it by the Commission until such 
time as its existence may be terminated by the Commission. A sub- 
stitution of membership upon a joint board from any State may be 
made at any time by nomination and appointment in the same 
manner as an original nomination and appointment. 

“(d) Where practicable and as the Commission may by rule or 
order direct, hearings by any member, examiner, or joint board upon 
any matter referred to him or to such board shall be held at such 
places within the United States as are convenient to the parties. 

“(e) So far as may be necessary for the purpose of this part, the 
Commission and the members and examiners thereof and joint boards 
shall have the same power to administer oaths, and require by subpena 
the attendance and testimony of witnesses and the production of 
books, papers, tariffs, contracts, agreements, and documents, and to 
take testimony by deposition, relating to any matter under investiga- 
tion, as the Commission has in a matter arising under part I; and 
any person subpenaed or testifying in connection with any matter 
under investigation under this part shall have the same rights, priv- 
ileges, and immunities and be subject to the same duties, liabilities, 
and penalties as though such matter arose under part I, unless other- 
wise provided in this part. 


“(f) In accordance with rules prescribed by the Commission, 
reasonable notice shall be afforded, in connection with any proceeding 
under this part, to interested parties and to the board of any state, 
or to the governor if there be no board, in which the motor-carrier 
operations involved in the proceeding are or are proposed to be con- 
ducted, and opportunity for hearing and for intervention in connec- 
—, with any such proceeding shall be afforded to all interested 
parties. 

“(g) The Commission is authorized to confer with or to hold 
joint hearings with any authorities of any state in connection with any 
matter arising in any proceedings under this part. The Commission 
is also authorized to avail itself of the cooperation, services, records, 
and facilities of such state authorities as fully as may be practicable, 
in the enforcement or administration of any provision of this part. 
From any space in the Interstate Commerce Commission building 
not required by the Commission, the government authority controlling 
the allocation of space in public buildings shall assign for the use 
of the national organization of the state commissions and of their 
representatives suitable office space and facilities which shall be at 
all times available for the use of joint boards created under this 
part and for members and representatives of such boards cooperating 
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with the Commission or with any other federal commission or de- 
artment under this or any other act; and if there be no such suitable 

ce in the Interstate Commerce Commission building, the same shall 
9g signed in some other building in convenient proximity thereto. 


” an(h) Any final order made under this part shall be subject to 
the same right of relief in court by any party in interest as is now 


rovided in respect to orders of the Commission made under part I: 
P vided, that where the Commission, in respect of any matter 
arising under this part, shall have issued a negative _order solely 
pecause of a supposed lack of power, any such party in interest may 
file a bill of complaint with the appropriate District Court of the United 
States, convened under the urgent deficiency appropriations act, Octo- 
ber 22, 1913, and such court, if it determines that the Commission 
has such power, may enforce by writ of mandatory injunction the 
Commission’s taking of jurisdiction. 

“(i) All = gg section 17 of part I shall apply to all 

dings under is part. 

proc) No member or examiner of the Commission or member of 
a joint board shall hold any official relation to, or own any securities 
of, or be in any manner pecuniarily interested in, any motor carrier or 
in any carrier by railroad, water, or other form of transportation. 


“(k) The Commission is authorized to employ, and to fix the 
compensation of, such experts, assistants, special agents, examiners, 
attorneys, and other employes as in its judgment may be necessary 
or advisable for the convenience of the public and for the effective 
administration of this part. 


“Application for Certificate of Public Convenience and Necessity 


“Sec, 206. (a) No common carrier by motor vehicle subject to 
the provisions of this part shall engage in any interstate or foreign 
operation on any public highway, or within any reservation under the 
exclusive jurisdiction of the United States, unless there is in force 
with respect to such carrier a certificate of public convenience and 
necessity issued by the Commission authorizing such operations: 
Provided, however, that, subject to section 210, if any such carrier 
or a predecessor in interest was in bona fide operation as a common 
carrier by motor vehicle on June 1, 1935, over the route or routes or 
within the territory for which application is made and has so op- 
erated since that time, or if engaged in furnishing seasonal service 
only, was in bona fide operation on June 1, 1935, during the season 
ordinarily covered by its operation, except in either instance as to 
interruptions of service over which the applicant or its predecessor 
in interest had no control, the Commission shall issue such certificate 
without requiring further proof that public convenience and necessity 
will be served by such operation, and without further proceedings, 
if application for such certificate is made to the Commission as pro- 
vided in paragraph (b) of this section and within one hundred and 
twenty days after this section shall take effect, and if such carrier 
was registered on June 1, 1935, under any code of fair competition 
requiring registration, the fact of registration shall be evidence of 
bona fide operation to be considered in connection with the issuance 
of such certificate. Otherwise the application for such certificate 
shall be decided in accordance with the procedure provided for in 
section 207 (a) of this part and such certificate shall be issued or 
denied accordingly. Pending the determination of any such application 
the continuance of such operation shall be lawful: And provided fur- 
ther, that this paragraph shall not be so construed as to require any 
such carrier lawfully engaged in operation solely within any state to 
obtain from the Commission a certificate authorizing the transporta- 
tion by such carrier of passengers or property in interstate or foreign 
commerce between places within such state if there be a board in 
such state having authority to grant or approve such certificates 
and if such carrier has obtained such certificate from such board. 
Such transportation shall, however, be otherwise subject to the juris- 
diction of the Commission under this part. 


“(b) Application for certificates shall be made in writing to the 
Commission, be verified under oath, and shall be in such form and 
contain such information and be accompanied by proof of service upon 
such interested parties as the Commission shall, by regulation, require. 
Any person, not included within the provisions of paragraph (a) of this 
section, who or which is engaged in transportation in interstate or 
foreign commerce as a common carrier by motor vehicle when this 
section takes effect may continue such operation for a period of one 
hundred and twenty days thereafter without a certificate and, if 
application for Such certificate is made to the Commission within 
such period, the carrier may, under such regulations as the Com- 
mission shall prescribe, continue such operation until otherwise ordered 
by the Commission. 

“Issuance of Certificate 


“Sec. 207. (a) Subject to section 210, a certificate shall be issued 
to any qualified applicant therefor, authorizing the whole or any part 
of the operations covered by the application, if it is found that the 
applicant is fit, willing, and able properly to perform the service pro- 
posed and to conform to the provisions of this part and the require- 
ments, rules, and regulations of the Commission thereunder, and that 
the proposed service, to the extent to be authorized by the certificate, 
is or will be required by the present or future public convenience and 
necessity; otherwise such application shall be denied: Provided, how- 
ever, that no such certificate shaJl be issued to any common carrier 
of passengers by motor vehicle for operations over other than a regular 
route or routes, and between fixed termini, except as such carriers 
may be authorized to engage in special or charter operations. 

(b) No certificate issued under this part shall confer any pro- 
prietary or property rights in the use of the public highways. 


“Terms and Conditons of Certificate 


“Sec. 208. (a) Any certificate issued under section 206 or 207 
Shall specify the service to be rendered and the routes over which, 
e fixed terimni, if any, between which, and the intermediate and 
off-route points, if any, at which, and in case of operations not over 
specified routes or between fixed termini, the territory within which, 
the motor carrier is authorized to operate; and there shall, at the 
time of issuance and from time to time thereafter, be attached to 
the exercise of the privileges granted by the certificate such rea- 
sonable terms, conditions, and limitations as the public convenience 
and necessity may from time to time require, including terms, condi- 
aon, and limitations as to the extension of the route or routes of 
€ carrier, and such terms and conditions as are necessary to carry 
out, with respect to the operations of the carrier, the requirements 
established by the Commission under section 204 (a) (1) and (6): 
Provided, however, that no terms, conditions, or limitations shall 
ao the right of the carrier to add to his or its equipment and 
acilities over the routes, between the terimini, or within the territory 
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specified in the certificate, as the development of the business and 
the demands of the public shall require. 

“(b) A common carrier by motor vehicle operating under any 
such certificate may occasionally deviate from the route over which, 
and/or the fixed termini between which, it is authorized to operate 
under the certificate, under such general or special rules and regula- 
tions as the Commission may prescribe. . ; 

“(c) Any common carrier by motor vehicle transporting pas- 
sengers under a certificate issued under this part may transport in 
interstate or foreign commerce to any place special or chartered par- 
ties under such rules and regulations as the Commission shall have 
prescribed. 

“(d) A certificate for the transportation of passengers may in- 
clude authority to transport in the same vehicle with the passengers, 
newspapers, baggage of passengers, express, or mail, or to transport 
baggage of passengers in a separate vehicle. 


“Permits for Contract Carriers by Motor Vehicle 


“Sec. 209. (a) No person shall engage in the business of a con- 
tract carrier by motor vehicle in interstate or foreign commerce on 
any public highway or within any reservation under the exclusive 
jurisdiction of the United States unless there is in force with respect 
to such carrier a permit issued by the Commission, authorizing such 
person to engage in such business: Provided, that, subject to section 
210, if any such carrier or a predecessor in interest was in bona fide 
operation as a contract carrier by motor vehicle on July 1, 1935, over 
the route or routes or within the territory for which application is 
made and has so operated since that time, or, if engaged in furnishing 
seasonal service, only, was in bona fide operation on July 1, 1935, dur- 
ing the season ordinarily covered by its operations, except in either 
instance as to interruptions of service over which the applicant or 
its predecessor in interest had no control, the Commission shall issue 
such permit, without further proceedings, if application for such permit 
is made to the Commission as provided in paragraph (b) of this 
section and within one hundred and twenty days after this section 
shall take effect and if such carrier was registered on July 1, 1935, 
under any code of fair competition requiring registration, the fact of 
registration shall be evidence of bona fide operation to be considered 
in connection with the issuance of such permit. Otherwise the ap- 
plication for such permit shall be decided in accordance with the 
procedure provided for in paragraph (b) of this section and such 
permit shall be issued or denied accordingly. Pending determination 
of any such application the continuance of such operation shall be 
lawful. Any person, not included within the foregoing provisions of 
this paragraph, who or which is engaged in transportation as a con- 
tract carrier by motor vehicle when this section takes effect, may 
continue such operation for a period of one hundred and twenty 
days thereafter without a permit and, if application for such permit 
is made within such period, the carrier may, under such regulations 
as the Commission shall prescribe, continue such operation until other- 
wise ordered by the Commission: Provided further, that nothing in 
this part shall be construed to repeal, amend, or otherwise modify 
any act or acts relating to national parks and national monuments 
under the administrative jurisdiction of the Secretary of the Interior 
or to withdraw such authority or control as may by law be held by 
the Secretary of the Interior with respect to the admission and 
operation of motor vehicles in any national park or national monu- 
ment of the United States. 

“(b) Applications for such permits shall be made to the Com- 
mission in writing, be verified under oath, and shall be in such form 
and contain such information and be accompaied by proof of service 
upon such interested parties as the Commission may, by regulations, 
require. Subject to section 210, a permit shall be issued to any quali- 
fied applicant therefor authorizing in whole or in part the operations 
covered by the application, if it apnears from the applications or 
from any hearing held thereon, that the applicant is fit, willing, and 
able properly to perform the service of a contract carrier by motor 
vehicle, and to conform to the provisions of this part and the lawful 
requirements, rules, and regulations of the Commission thereunder, 
and that the proposed operation, to the extent authorized by the 
permit, will be consistent with the public interest and the policy 
declared in section 202 (a) of this part; otherwise such application 
shall be denied. The Commission shall specify in the permit the busi- 
ness of the contract carrier covered thereby and the scope thereof and 
shall attach to it, at the time of issuance, and from time to time 
thereafter, such reasonable terms, conditions, and limitations con- 
sistent with the character of the holder as a contract carrier as are 
necessary to carry out, with respect to the operations of such carrier, 
the requirements established by the Commission under section 204 
(a) (2) and (6): Provided, however, that no terms, conditions, or 
limitations shall restrict the right of the carrier to substitute or 
add contracts within the scope of the permit, or to add to his or its 
equipment and facilities, within the scope of the permit, as the de- 
velopment of the business and the demands of the public may require. 


“Dual Operation 


“Sec. 210. No person after January 1, 1936, shall at the same time 
hold under this part a certificate as a common carrier and a permit 
as a contract carrier authorizing operation for the transportation of 
property by motor vehicle over the same route or within the same 
territory, unless for good cause shown the Commission shall find that 
such certificate and permit may be held consistently with the public 
interest and with the policy declared in section 202(a) of this part. 


“Brokerage Licenses 


“Sec. 211. (a) No person shall for compensation sell or offer for 
sale transportation subject to this part or shall make any contract, 
agreement, or arrangement to provide, procure, furnish, or arrange 
for such transportation or shall hold himself or itself out by adver- 
tisement, solicitation, or otherwise as one who sells, provides, pro- 
cures, contracts, or arranges for such transportation, unless such 
person holds a broker’s license issued by the Commission to engage 
in such transactions: Provided, however, that no such person shall 
engage in transportation subject to this part unless he holds a certifi- 
cate or permit as provided in this part. In the execution of any 
contract, agreement, or arrangement to Sell, provide, procure, fur- 
nish, or arrange for such transportation, it shall be unlawful for such 
Person to employ any carrier by motor vehicle who or which is not 
the lawful holder of an effective certificate or permit issued as pro- 
vided in this part: And provided further, that the provisions of this 
paragraph shall not apply to any carrier holding a certificate or a 
permit under the provisions of this part or to any bona fide employe 
or agent of such motor carrier, so far as concerns transportation to 
be furnished wholly by such carrier or jointly with other motor car- 
riers holding like certificates or permits, or with a common carrier 
by railroad, express, or water. 
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“(b) A brokerage license shall be issued to any qualified appli- 
cant therefor, authorizing the whole or any part of the operations 
covered by the application, if it is found that the applicant is fit, 
willing, and able properly to perform the service proposed and to 
conform to the provisions of this part and the requirements, rules, 
and regulations of the Commission thereunder, and that the proposed 
service, to the extent to be authorized by the license, is, or will be 
consistent with the public interest and the policy declared in section 
202 (a) of this part; otherwise such application shall be denied. Any 
broker in operation when this section takes effect may continue such 
operation for a period of one hundred and twenty days thereafter 
without a license, and if application for such license is made within 
such period, the broker may, under such regulations as the Com- 
mission shall prescribe, continue such operations until otherwise 
ordered by the Commission. 

“(c) The Commission shall prescribe reasonable rules and regu- 
lations for the protection of travelers or shippers by motor vehicle, 
to be observed by any person holding a brokerage license, and no such 
license shall be issued or remain in force unless such person shall 
have furnished a bond or other security approved by the Commission, 
in such form and amount as will insure financial responsibility and 
the supplying of authorized transportation in accordance with con- 
tracts, agreements, or arrangements therefor. 

“(d) The Commission and its special agents and examiners shall 
have the same authority as to accounts, reports, and records, in- 
cluding inspection and preservation thereof, of any person holding a 
brokerage license issued under the provisions of this section, that 
— have under this part with respect to motor carriers subject 
thereto. 


“Suspension, Revocation, and Transfer of Certificates, 


Change, 
Permits, and Licenses 


“Sec. 212 (a) Certificates, permits, and licenses shall be effective 
from the date specified therein, and shall remain in effect until 
terminated as herein provided. Any such certificate, permit, or 


license may, upon application of the holder thereof, in the discretion 
of the Commission, be amended or revoked, in whole or in part, or 
may upon complaint, or on the Commission’s own initiative, after 
notice and hearing, be suspended, changed, or revoked, in whole or 
in part, for willful failure to comply with any provision of this part, 
or with any lawful order, rule, or regulation of the Commission 
promulgated thereunder, or with any term, condition, or limitation 
of such certificate, permit, or license: Provided, however, That no 
such certificate, permit, or license shall be revoked (except upon 
application of the holder) unless the holder thereof willfully fails 
to comply, within a reasonable time, not less than ninety days, to be 
fixed by the Commission, with a lawful order of the Commission, 
made as provided in section 204 (d), commanding obedience to the 
provision of this part, or to the rule or regulation of the Commission 
thereunder, or to the term, condition, or limitation of such certificate, 
permit, or license, found by the Commission to have been violated 
by such holder. ‘ 

“(b) Except as provided in section 213, any certificate or permit 
may be transferred, pursuant to such rules and regulations as the 
Commission may prescribe. 


“Consolidation, Merger, and Acquisition of Control 


“Sec. 213 (a) It shall be lawful, under the conditions specified 
below, but under no other conditions, for two or more motor carriers 
which are not also carriers by railroad to consolidate or merge their 
properties, or any part thereof, into one corporation for the owner- 
ship, management, and/or operation of the properties theretofore in 
separate ownership; or for any such motor carrier or two or more 
such carriers jointly, to purchase, lease, or contract to operate the 
properties, or any part thereof, of another such carrier; or for any 
such motor carrier or two or more such carriers jointly, to acquire 
control of another such carrier through purchase of its stock; or for 
@ person which is not a motor carrier or a carrier by railroad, or ex- 
press, or water to acquire control of two or more motor carriers through 
ownership ef their stock; or for any such person which has control 
of one or more motor carriers to acquire control of another such 
carrier through ownership of this stock; or for a carrier by railroad 
express, or water to consolidate, or merge with, or acquire control 
of, any motor carrier or to purchase, lease, or contract to operate 
its properties, or any part thereof. 

“(1) Whenever a consolidation, merger, purchase, lease, oper- 
ating contract, or acquisition of control is proposed under this section, 
the carrier or carriers or the person seeking authority therefor shall 
present an application to the Commission, and thereupon the Com- 
mission shall notify the Governor of each State in which any part 
of the properties or operations of the carriers involved in the pro- 
posed trafisaction is situated, and also such carriers and the appli- 
cant or applicants, and other parties known to have a substantial 
interest in the proceeding of the time and place for a public hearing. 
If after such hearing the Commission finds that the transaction 
proposed will be consistent with the public interest and that the 
conditions of this section have been or will be fulfilled, it may enter 
an order approving and authorizing such consolidation, merger, pur- 
chase, lease, operating contract, or acquisition of control, upon such 
terms and conditions as it shall find to be just and reasonable and 
with such modifications as it may prescribe: Provided, however, That 
if a carrier other than a motor carrier is an applicant, or any person 
which is controlled by such a carrier other than a motor carrier or 
affiliated therewith within the meaning of section 5 (8) of part I, 
the Commission shall not enter such an order unless it finds that the 
transaction. proposed will promote the public interest by enabling 
such carrier other than a motor carrier to use service by motor 
vehicle to public advantage in its operations and will not unduly 
restrain competition. 


(2) Whenever a person which is not a motor carrier is author- 
ized, by an order entered under subparagraph (1) of this section, to 
acquire control of any such carrier or of two or more such carriers, 
such person therefter shall, to the extent provided by the Commission, 
for the purposes of section 204 (a) (1), and section 220 (a) and (b), 
relating to accounts, records, and reports, and to the inspection of 
facilities and records, including the penalties applicable in the case 
of violations thereof, be subject to the provisions of this part. 

“(b) (1) It shall be unlawful for any person, except as provided 
in paragraph (a), to accomplish or effectuate, or to participate in 
accomplishing or effectuating, the control or management in a com- 
mon interest of any two or more motor carriers which are not also 
earriers by railroad, however such result is attained, whether directly 
or indirectly by use of common directors, officers, or stockholders, a 
holding or investment company or companies, a voting trust or trusts 
or in any other manner whatsoever. It shall be unlawful to continue 
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to maintain control or management accomplished or effectuated after 
the enactment of this part and in violation of this paragraph. As useq 
in this paragraph, the words ‘‘control or management” shall be con. 
strued to include the power to exercise control or management. 

‘(2) The Commission is hereby authorized, upon complaint or 
upon its own initiative without complaint, but after notice and hear. 
ing, to investigate and determine whether any person is violating the 
provisions of paragraph (b) (1) of this section. If the Commission 
finds after such investigation that such person is violating the pro. 
visions of such paragraph, it shall by order require such person to 
take such action consistent with the provisions of this part as may 
be necessary, in the opinion of the Commission, to prevent further 
violation of such provisions. 

“‘(3) For the purposes of this section, wherever reference is made 
to control, it is immaterial whether such control is direct or indirect. 

‘‘(c) The district courts of the United States shall have jurisdic. 
tion upon the application of the Commission, alleging a violation of 
any of the provisions of this section or disobedience of any order 
issued by the Commission thereunder by any person, to issue such 
writs of injunction or other proper process, mandatory or otherwise, 
as may be necessary to restrain such person from violation of such 
provision or to compel obedience to such order. 

“(d) The Commission may from time to time, for good cause 
shown, make such orders, supplemental to any order made under 
paragraphs (a) or (b), as it may deem necessary or appropriate. 

“(e) Except where a carrier Other than a motor carrier is an 
applicant or any person which is controlled by such a carrier or 
carriers by railroad or affiliated therewith within the meaning of 
section 5 (8) of part I, the provisions of this section requiring au- 
thority from the Commission for consolidation, merger, purchase, 
lease, operating contract, or acquisition of control shall not apply 
where the total number of motor vehicles involved is not more than 
twenty. 

“(f) The carriers and any person affected by any order made 
under the foregoing provisions of this section shall be, and they are 
hereby, relieved from the operation of the ‘antitrust laws,’ as desig- 
nated in section 1 of the Act entitled ‘An Act to supplement existing 
laws against unlawful restraints, and monopolies, and for other pur- 
poses,’ approved October 15, 1914, and of all other restraints or pro- 
hibitions by or imposed under authority of law, State or Federal, 
in so far as may be necessary to enable them to do anything author- 
ized or required by such order. 


“Issuance of Securities 


“Sec. 214. Common or contract carriers by motor vehicle, cor- 
porations organized for the purpose of engaging in transportation as 
such carriers, and corporations authorized by order entered under 
section 213 (a) (1) to acquie control of any such carrier, or of two 
or more such ‘carriers, shall be subject to the provisions of para- 
graphs 2 to 11, inclusive, of section 20a of part I of this Act (including 
penalties applicable in cases of violations thereof): Provided, however, 
That said provisions shall not apply to such carriers or corporations 
where the par value of the securities to be issued, together with the 
par value of the securties then outstanding, does not exceed $500,000. 
In the case of securities having no par value, the par value for the 
purpose of this section shall be the fair market value as of the date 
of their issue: Provided further, That the exemption in section 3 
(a) (6) of the ‘Securities Act, 1933’ is hereby amended to read as 
follows: ‘(6) Any security issued by a common or contract carrier, 
the issuance of which is subject to the provisions of section 20a of 
the Interstate Commerce Act, as amended;’ 


“Security for the Protection of the Public 


“Sec. 215. No certificate or permit shall be issued to a motor 
carrier or remain in force, unless such carrier complies with such 
reasonable rules and regulations as the Commission shall prescribe 
governing the filing and approval of surety bonds, policies of insur- 
ance, qualifications as a self-insurer or other securities or agreements, 
in such reasonable amount as the Commission may require, condi- 
tioned to pay, within the amount of such surety bonds, policies of 
insurance, qualifications as a self-insurer or other securities or agree- 
ments, any final judgment recovered against such motor carrier for 
bodily injuries to or the death of any person resulting from the negli- 
gent operation, maintenance, or use of motor vehicles under such 
certificate or permit, or for loss or damage to property of others. 
The Commission may, in its discretion and under such rules and regu- 
lations as it shall prescribe, require any such common carrier to file 
a surety bond, policies of insurance, qualifications as a _ self-insurer, 
or other securities or agreements, in a sum to be determined by the 
Commission, to be conditioned upon such carrier making compensa- 
tion to shippers and/or consignees for all property belonging to ship- 
pers and/or consignees, and coming into the possession of such 
carrier in connection with its transportation service. Any carrier 
which may be required by law to compensate a shipper and/or con- 
signee for any loss, damage, or default for which a connecting motor 
common carrier is legally responsible shall be subrogated to the 
rights of any shipper and/or consignee under any such bond, policies 
of insurance, or other securities or agreements, to the extent of the 
sum so paid. 


‘“‘Rates, Fares, and Charges of Common Carriers by Motor Vehicle 


“Sec. 216. (a) It shall be the duty of every common carrier of 
passengers by motor vehicle to establish reasonable through routes 
with other such common carriers and to provide safe and adequate 
service, equipment, and facilities for the transportation of passengers 
in interstate or foreign commerce; to establish, observe, and enforce 
just and reasonable individual and joint rates, fares, and charges, and 
just and reasonable regulations and practices relating thereto, and to 
the issuance, form, and substance of tickets, the carrying of personal, 
sample, and excess baggage, the facilities for transportation, and all 
other matters relating to or connected with the transportation of 
passengers in interstate or foreign commerce; and in case of such 
joint rates, fares, and charges, to establish just, reasonable, and 
equitable divisions thereof as between the carriers participating 
therein which shall not unduly prefer or prejudice any of such par- 
ticipating carriers. 

(b) It shall be the duty of every common carrier of property bY 
motor vehicle to provide safe and adequate service, equipment, and 
facilities for the transportation of property in interstate or foreign 
commerce; to establish, observe, and enforce just and reasonable 
rates, charges, and classifications, and just and reasonable regulations 
and practices relating thereto and to the manner and method of 
presenting, marking, packing, and delivering property for transporta- 
tion, the facilities for transportation, and all other matters relating 
to or connected with the transportation of property in interstate or 
foreign commerce. 
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(c) Common carriers of propery by motor vehicle may establish 
asonable through routes and joint rates, charges, and classifications 


vith other such carriers or with common carriers by railroad and/or 


express and/or water; and common carriers of passengers by motor 
vehicle may establish reasonable through routes and joint rates, fares, 
or charges With common carriers by railroad and/or water. In case 
of such joint rates, fares, or charges it shall be the duty of the car- 
riers parties thereto to establish just_and reasonable regulations and 
practices in connection therewith, and just, reasonable, and equitable 
divisions thereof as between the carriers participating therein which 
shall not unduly prefer or prejudice any of such participating car- 


iers. : 
” “(d) It shall be unlawful for any common carrier by _motor 
vehicle engaged in interstate or foreign commerce to make, give, or 
cause any undue or unreasonable preference or advantage to any par- 
ticular person, port, gateway, locality, or description of traffic in any 
respect whatsoever, or to subject any particular person, port, gate- 
way, locality, or description of traffic to any unjust discrimination or 
any undue or unreasonable prejudice or disadvantage in any respect 
whatsoever: Provided, however, that this paragraph shall not be con- 
strued to apply to discriminations, prejudice or disadvantage to the 
traffic of any other carrier of whatever description. 

“(@) Any person, state board, organization, or body politic may 
make complaint in writing to the Commission that any such rate, 
fare, charge, classification, rule, regulation, or practice, in effect or 
proposed to be put in effect, is or will be in violation of this section 
or of section 217. Whenever, after hearing, upon complaint or in 
an investigation on its own initiative, the Commission shall be of 
the opinion that any individual or joint rate, fare, or charge, de- 
manded, charged, or collected by any common carrier or carriers 
by motor vehicle or by any common carrier or carriers by motor 
vehicle in conjunction with any common carrier or carriers by rail- 
road and/or express, and/or water for transportation in interstate 
or foreign commerce, or any classification, rule, regulation, or practice 
whatsoever of such carrier or carriers affecting such rate, fare, or 
charge or the value of the service thereunder, is or will be unjust or 
unreasonable, or unjustly discriminatory_ or unduly preferential or 
unduly prejudicial, it shall determine and prescribe the lawful rate, 
fare, or charge or the maximum or minimum, or maximum and 
minimum rate, fare, or charge thereafter to be observed, or the law- 
ful classification, rule, regulation, or practice thereafter to be made 
effective and the Commission shall, whenever deemed by it to be 
necessary or desirable in the public interest, after hearing, upon 
complaint or upon its own initiative without a complaint, establish 
through routes, and joint rates, fares, charges, regulations, or prac- 
tices, applicable to the transportation of passengers by common 
carriers by motor vehicle, or the maxima or minima, or maxima and 
minima, to be charged, and the terms and conditions under which 
such through routes shall be operated: Provided, however, that noth- 
ing in this part shall empower the Commission to prescribe, or in 
any manner regulate, the rate, fare, or charge for intrastate trans- 


portation, or for any service connected therewith, for the purpose of, 


removing discrimination against interstate commerce or for any 
other purpose whatever. 

“(f) Whenever, after hearing, upon complaint or upon its own 
initiative, the Commission is of opinion that the divisions of joint 
rates, fares, or charges, applicable to the transportation in inter- 
state or foreign commerce of passengers or property by common car- 
riers by motor vehicle or by such carriers in conjunction with com- 
mon carriers by railroad and/or express, and/or water are or will be 
unjust, unreasonable, inequitable, or unduly preferential or prejudicial 
as between the carriers parties thereto (whether agreed upon by such 
carriers, or any of them, or otherwise established), the Commission 
shall by order prescribe the just, reasonable, and equitable divisions 
thereof to be received by the several carriers, and in cases where 
the joint rate, fare, or charge was established pursuant to a finding 
or order of the Commission and the divisions thereof are found by 
it to have been unjust, unreasonable, or inequitable, or unduly pref- 
erential or prejudicial, the Commission may also by order determine 
what would have been the just, reasonable, and equitable division 
thereof to be received by the several carriers, and require adjustment 
to be made in accordance therewith. The order of the Commission 
may require the adjustment of divisions between the carriers, in 
accordance with the order, from the date of filing the complaint or 
entry of order of investigation or such other date subsequent as 
the Commission finds justified and, in the case of joint rates pre- 
scribed by the Commission, the order as to divisions may be made 
effective as a part of the original order. 

“(g) Whenever there shall be filed with the Commission any 
schedule stating a new individual or joint rate, fare, charge, or classi- 
cation for the transportation of passengers or property by a common 
carrier or carriers by motor vehicle, or by any such carrier or ear- 
riers in conjunction with a common carrier or carriers by railroad 
and/or express, and/or water in interstate or foreign commerce, or 
any rule, regulation, or practice affecting such rate, fare, or charge, 
or the value of the service thereunder, the Commission is hereby au- 
thorized and empowered ypon complaint of any interested party or 
upon its own initiative at once and, if it so orders, without answer or 
other formal pleading by the interested carrier or carriers, but upon 
reasonable notice, to enter upon a hearing concerning the lawfulness 
of such rate, fare, or charge, or such rule, regulation, or practice, 
and pending such hearing and the decision thereon the Commission, 
by filing with such schedule and delivering to the carrier or carriers 
affected thereby a statement in writing of its reasons for such sus- 
pension, may suspend the operation of such schedule and defer the 
use of such rate, fare, or charge, or such rule, regulation, or practice, 
for a period of ninety days and if the proceeding has not been con- 
cluded and a final order made within such period the Commission 
may, from time to time, extend the period of suspension by order, 
but not for a longer period in the aggregate than one hundred and 
eighty days beyond the time when it would otherwise go into effect; 
and after hearing, whether completed before or after the rate, fare, 
charge, classification, rule, regulation, or practice goes into effect, the 
Commission may make such order with reference thereto as would 
be proper in a proceeding instituted after it had become effective. If 
the proceeding has not been concluded and an order made within the 
period of suspension, the proposed change of rate, fare, or charge, or 
classification, rule, regulation, or practice, shall go into effect at the 
end of such period: Provided, That this paragraph shall not apply to 
any initial schedule or schedules filed by any such carrier in bona 
fide operation when this section takes effect. 

(h) In any proceeding to determine the justness or reasonable- 
ness of any rate, fare, or charge of any such character, there shall not 
De taken into consideration or allowed as evidence or elements of 
value of the property of such carrier, either good will, earning power, 
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or the certificate under which such carrier is operating; and in 
applying for and receiving a certificate under this part any such 
carrier shall be deemed to have agreed to the provisions of this 
paragraph, on its own behalf and on behalf of all transferees of 
such certificate. 

“(i) In the exercise of its power to prescribe just and reasonable 
rates for the transportation of passengers or property by common 
carriers by motor vehicle the Commission shall give due considera- 
tion, among other factors, to the inherent advantages of transporta- 
tion by such carriers to the effect of rates upon the movement of 
traffic by such carriers; to the need, in the public interest, of adequate 
and efficient transportation service by such carriers at the lowest 
cost consistent with the furnishing of such service; and to the need 
of revenues sufficient to enable such carriers, under honest, economi- 
cal, and efficient management, to provide such service. 

““(j) Nothing in this section shall be held to extinguish any rem- 
edy or right of action not inconsistent herewith. 


“Tariffs of Common Carriers by Motor Vehicle 


“Sec. 217. (a) Every common carrier by motor vehicle shall file 
with the Commission, and print, and keep open to public inspection, 
tariffs showing all the rates, fares, and charges for transportation, 
and all services in connection therewith, of passengers or property in 
interstate or foreign commerce between points on its own route and 
between points on its own route and points on the route of any other 
such carrier, or on the route of any common carrier by railroad and/or 
express and/or water, when a through route and joint rate shall have 
been established. Such rates, fares, and charges shall be stated in 
terms of lawful money of the United States. The tariffs required 
by this section shall be published, filed, and posted in such form and 
manner, and shall contain such information, as the Commission by 
regulations shall prescribe; and the Commission is authorized to reject 
any tariff filed with it which is not in consonance with this section 
and with such regulations. Any tariff so rejected by the Commission 
shall be void and its use shall be unlawful. 

“(b) No common carrier by motor vehicle shall charge or demand 
or collect or receive a greater or less or different compensation for 
transportation or for any service in connection therewith between the 
points enumerated in such tariff than the rates, fares, and charges 
specified in the tariffs in effect at the time; and no such carrier shall 
refund or remit in any manner or by any device, directly or indirectly, 
or through any agent or broker or otherwise, any portion of the rates, 
fares, or charges so specified, or extend to any person any privileges 
or facilities for transportation in interstate or foreign commerce ex- 
cept such as are specified in its tariffs: Provided, That the provisions 
of sections 1 (7) and 22 (1) of part I shall apply to common carriers 
by motor vehicle subject to this part. 

““(c) No change shall be made in any rate, fare, charge, or classi- 
fication, or any rule, regulation, or practice affecting such rate, fare, 
charge, or classification, or the value of the service thereunder, speci- 
fied in any effective tariff of a common carrier by motor vehicle, ex- 
cept after 30 days’ notice of the proposed change filed and posted in 
accordance with paragraph (a) of this section. Such notice shall 
plainly state the change proposed to be made and the time when such 
change will take effect. The Commission may, in its discretion and 
for good cause shown, allow such change upon notice less than that 
herein specified or modify the requirements of this section with respect 
to posting and filing of tariffs either in particular instances or by 
Se order applicable to special or pecular circumstances or con- 

itions. 

“(d) No common carrier by motor vehiele, unless otherwise pro- 
vided by this part, shall engage in the transportation of passengers 
or property unless the rates, fares, and charges upon which the same 
are transported by said carrier have been filed and published in ac- 
cordance with the provisions of this part. 


“Schedules of Contract Carriers by Motor Vehicle 


“Sec. 218. (a) It shall be the duty of every contract carrier by 
motor vehicle to file with the Commission, publish, and keep open for 
public inspection, in the form and manner prescribed by the Commis- 
sion, schedules or, in the discretion of the Commission, copies of con- 
tracts containing the minimum charges of such carrier for the trans- 
portation of passengers or property in interstate or foreign commerce, 
and any rule, regulation, or practice affecting such charges and the 
value of the service thereunder. No such contract carrier, unless 
otherwise provided by this part, shall engage in the transportation 
of passengers or property in interstate or foreign commerce unless the 
minimum charges for such transportation by said carrier have been 
published, filed, and posted in accordance with the provisions of this 
part. No reduction shall be made in any such charge either directly 
or by means of any change in any rule, regulation, or practice affect- 
ing such charge or the value of service thereunder, except after thirty 
days’ notice of the proposed change filed in the aforesaid form and 
manner; but the Commission may, in its discretion and for good cause 
shown, allow such change upon less notice, or modify the require- 
ments of this paragraph with respect to posting and filing of such 
schedules or copies of contracts, either in particular instances, or by 
general order applicable to special or peculiar circumstances or condi- 
tions. Such notice shall plainly state the change proposed to be made 
and the time when such change will take effect. No such carrier shall 
demand, charge, or collect a less compensation for such transportation 
than the charges filed in accordance with this paragraph, as affected 
by any rule, regulation, or practice so filed, or as may be prescribed 
by the Commission from time to time, and it shall be unlawful for 
any such carrier, by the furnishing of special services, facilities, or 
privileges, or by any other device whatsoever, to charge, accept, or 
receive less than the minimum charges so filed or prescribed: Pro- 
vided, That any such carrier or carriers, or any class or group thereof, 
may apply to the Commission for relief from the provisions of this 
paragraph, and the Commission may, after hearing, grant such relief 
to such extent and for such time, and in such manmer as in its judg- 
ment is consistent with the public interest and the policy declared 
in section 202 (a) of this part. 

‘““(b) Whenever, after hearing upon complaint or its own initia- 
tive, the Commission finds that any charge of any contract carrier 
or carriers by motor vehicle, or any rule, regulation, or practice of 
any such carrier or carriers affecting such charge, or the value of the 
service thereunder, for the transportation of passengers or property 
in interstate or foreign commerce, contravenes the policy declared in 
section 202 (a) of this part, the Commission may prescribe such mini- 
mum charge, or such rule, regulation, or practice as in its judgment 
may be necessary or desirable in the public interest and to promote 
the policy declared in said section. Such minimum charge, or such 
rule, regulation, or practice, so prescribed by the Commission, shall 
give no advantage or preference to any such carrier in competition 
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with any common carrier by motor vehicle subject to this part, which 
the Commission may find to be undue or inconsistent with the public 
interest and the policy declared in said section, and the Commission 
shall give due consideration to the cost of the services rendered by 
such carriers and to the effect of such minimum charge, or such rules, 
regulations, or practices, upon the movement of traffic by such car- 
riers. All complaints shall state fully the facts complained of and the 
reasons for such complaint and shall be made under oath. _ 

“(c) Whenever there shall be filed with the Commission by any 
such contract carrier any schedule or contract stating a reduced 
charge directly, or by means of any rule, regulation, or practice, for 
the transportation of passengers or property in interstate or foreign 
commerce, the Commission is hereby authorized and empowered upon 
complaint of interested parties or upon its own initiative at once and, 
if it so orders, without answer or other formal pleading by the inter- 
ested party, but upon reasonable notice, to enter upon a hearing con- 
cerning the lawfulness of such charge, or such rule, regulation, or 
practice, and pending such hearing and the decision thereon the Com- 
mission, by filing with such schedule or contract and delivering to the 
carrier affected thereby a statement in writing of its reasons for such 
suspension, may suspend the operation of such schedule or contract 
and defer the use of such charge, or such rule, regulation, or practice, 
for a period of ninety days, and if the proceeding has not been 
concluded and a final order made within such period the Com- 
mission may, from time to time, extend the period of suspension, 
but not for a longer period in the aggregate than one hundred 
and eighty days beyond the time when it would otherwise go into 
effect: and after hearing, whether completed before or after the 
charge, or rule, regulation, or practice goes into effect, the Com- 
mission may make such order with reference thereto as would be 
proper in a proceeding instituted after it had become effective. 
If the proceeding has not been concluded and an order made within 
the period of suspension, the proposed change in any charge, or 
rule, regulation, or practice shall go into effect at the end of such 
period: Provided, That this paragraph shall not apply_to any 
initial schedule or schedules, or contract or contracts, filed by any 
such carrier in bona fide operation when this section takes effect. 


“‘Receipts or Bills of Lading 


“Sec. 219. The provisions of section 20 (11) of part I shall 
apply with like force and effect to receipts or bills of lading of 
common carriers by motor vehicle. 


“Accounts, Records, and Reports 


“Sec. 220. (a) The Commission is hereby authorized to re- 
quire annual, periodical, or special reports from all motor carriers, 
to prescribe the manner and form in which such reports shall be 
made, and to require from such carriers specific answers to all 
questions upon which the Commission may deem information to be 
necessary. Such reports shall be under oath whenever the Com- 
mission so requires. The Commission may also require any motor 
earrier to file with it a true copy of each or any contract, agree- 
ment, or arrangement between such carrier and any other carrier 
or person in relation to any traffic affected by the provisions 
of this part, to which he or it may be a party. 

“(b) The Commission may, in its discretion, prescribe the 
forms of any and all accounts, records, and memoranda to be Kept 
by motor carriers and the length of time such accounts, records, 
and memoranda shall be preserved, including the accounts, records, 
and memoranda of the movement of traffic, as well as of the 
receipts and expenditures of money. The Commission or its duly 
authorized special agents or examiners shall at all times have 
access to all lands, buildings, or equipment of motor carriers used 
in connection with interstate or foreign operation and also all 
accounts, records, and memoranda, including all documents, papers, 
and correspondence now or hereafter existing, and kept, or re- 
quired to be kept, by motor carriers. The special agents or 
examiners of the Commission shall have authority under its order 
to inspect and examine any and all such lands, buildings, equip- 
ment, accounts, records, and memoranda, including all documents, 
papers and correspondence now or hereafter existing and kept or 
required to be kept by such carriers. This provision shall apply 
to receivers of carriers and to operating trustees and, to the 
extent deemed necessary by the Commission, to persons having 
— direct or indirect, over or affiliated with any motor car- 
rier. : 

“(c) As used in this section the term “motor carriers” in- 
cludes brokers. 


“Orders, Notices, and Service of Process 


“Sec. 221. (a) It shall be the duty of every’ motor carrier to 
file with the board of each state in which it operates under a 
certificate or permit issued under this part, and with the Commis- 
sion, a designation in writing of the name and postoffice address 
of a person upon whom or which service of notices or orders may 
be made under this part. Such designation may from time to time 
be changed by like writing similarly filed. Service of notices or 
orders in proceedings under this part may be made upon a motor 
carrier by personal service upon it or upon the person so desig- 
nated by it, or by registered mail addressed to it or to such 
person at the address filed. In default of such designation, service 
of any notice or order may be made by posting in the office of 
the secretary or clerk of the board of the state wherein the motor 
carrier maintains headquarters and in the office of the secretary 
of the Commission. Whenever notice is given by mail as provided 
herein the date of mailing shall be considered as the time when 
notice is served. 

“(b) Except as otherwise provided in this part, all orders of 
the Commission shall take effect within such reasonable time as 
the Commission may prescribe and shall continue in force until 
its further order, or for a specified period of time, according as 
shall be prescribed in the order, unless the same shall be sus- 
pended or modified or set aside by the Commission, or be sus- 
pended or set aside by a court of competent jurisdiction. 

“(c) Every motor carrier shall also file with the board of 
each state in which it operates a designation in writing of the 
name and postoffice address of a person in such state upon whom 
process issued by or under the authority of any court having 
jurisdiction of the subject matter may be served in any proceed- 
ing at law or equity brought against such carrier. Such designation 
may from time to time be changed by like writing similarly filed. 
In the event such carrier fails to file such designation, service 
—ee | be made upon any agent of such motor carrier within such 
state. 
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“(d) As used 
includes brokers. 


in this section, the term ‘motor carriers’ 


“Unlawful Operation 


“Sec. 222. (a) Any person knowingly and willfully violating 
any provision of this part, or any rule, regulation, requirement, or 
order thereunder, or any term or condition of any certificate 
permit, or license, for which a penalty is not otherwise herein 
provided, shall, upon conviction thereof, be fined not more than 
$100 for the first offense and not more than $500 for any subse. 
quent offense. Each day of such violation shall constitute a sep- 
arate offense. 

“(b) If any motor carrier or broker operates in violation of 
any provision of this part (except as to the reasonableness of 
rates, fares, or charges and the discriminatory character thereof) 
or any rule, regulation, requirement, or order thereunder, or of any 
term or condition of any certificate or permit, the Commission or 
its duly authorized agent may apply to the district court of the 
United States for any district where such motor carrier or broker 
operates, for the enforcement of such provision of this part, or of 
such rule, regulation, requirement, order, term, or condition; and 
such court shall have jurisdiction to enforce obedience thereto 
by a writ of injunction or by other process, mandatory or other- 
wise, restraining such carrier or broker, his or its officers, agents 
employes, and representatives from further violation of such provi- 
sion of this part or of such rule, regulation, requirement, order, 
term, or condition and enjoining upon it or them obedience 
thereto. 

“(c) Any person, whether carrier, shipper, consignee, or 
broker, or any officer, employe, agent, or representative thereof 
who shall knowingly offer, grant, or give, or solicit, accept, or 
receive any rebate, concession, or discrimination in violation of any 
provision of this part, or who by means of any false statement or 
representation, or by the use of any false or fictitious bill, bill 
of lading, receipt, voucher, roll, account, claim, certificate, affidavit, 
deposition, lease, or bill of sale, or by any other means or device, 
shall knowingly and willfully assist, suffer or permit any person 
or persons, natural or artificial, to obtain transportation of pas- 
sengers or property subject to this part for less than the ap- 
plicable rate, fare, or charge, or who shall knowingly and willfully 
by any such means or otherwise fraudulently seek to evade or 
defeat regulation as in this part provided for motor carrier or 
brokers, shall be deemed guilty of a misdemeanor and upon convic- 
tion thereof be fined not more than $500 for the first offense and 
not more than $2,000 for any subsequent offense. 

“(d) Any special agent or examiner who divulges any fact 
or information which may come to his knowledge during the 
course of the examination of the accounts, records, and memoranda 
of motor carriers or brokers as provided in section 220 (b), except 
as he may be directed by the Commission or by a court of com- 
petent jurisdiction or judge thereof, shall be subject, upon convic- 
tion in any court of the United States of competent jurisdiction, to 
a fine of not more than $5,000 or imprisonment for a term not 
exceeding two years, or both. 

“(e) It shall be unlawful for any motor carrier or broker en- 
gaged in interstate or foreign commerce or any officer, receiver, trus- 
tee, lessee, agent, or employe of such carrier, broker, or person, or for 
any other person authorized by such carrier, broker, or person to 
receive information, knowingly to disclose to, or permit to be acquired 
by any person other than the shipper or consignee without the con- 
sent of such shipper or consignee, any information concerning the 
nature, kind, quantity, destination, consignee, or routing of any prop- 
erty tendered or delivered to such motor éarrier or broker for such 
transportation, which information may be used to the detriment or 
prejudice of such shipper or consignee, or which may improperly dis- 
close his business transactions to a competitor; and it shall also be 
unlawful for any person to solicit or knowingly receive any such 
information which may be so used. 

“(f) Nothing in this part shall be construed to prevent the giv- 
ing of such information in response to any legal process issued un- 
der the authority of any court, or to any officer or agent of the gov- 
ernment of the United States or of any state, territory, or district 
thereof, in the exercise of his power, or to any officer or other duly 
authorized person seeking such information for the prosecution of 
persons charged with or suspected of crimes or to another carrier or 
broker, or its duly authorized agent, for the purpose of adjusting 
mutual traffic accounts in the ordinary course of business of such 
carriers or brokers. 

“‘(g) Any motor carrier, or broker, or any officer, agent, employe, 
or representative thereof who shall willfully fail or refuse to make 
a report to the Commission as required by this part, or to keep ac- 
counts, records, and memoranda in the form and manner approved 
or prescribed by the Commission, or shall knowingly and willfully 
falsify, destroy, mutilate, or alter any such report, account, record, or 
memorandum, or shall knowingly and _ willfully file any false report, 
account, record, of memorandum, shall be deemed guilty of a mis- 
demeanor and upon conviction thereof be subject for each offense 
to a fine of not less than $100 and not more than $5,000. 


“Collection of Rates and Charges 


“Sec. 223. No common carrier by motor vehicle shall deliver or 
relinquish possession at destination of any freight transported by it 
in interstate or foreign commerce until all tariff rates and charges 
thereon have been paid, except under such rules and regulations as 
the Commission may from time to time prescribe to govern the set- 
tlement of all such rates and charges, including rules and regula- 
tions for weekly or monthly settlement, and to prevent unjust dis- 
crimination or undue preference or prejudice: Provided, That the 
provisions of this paragraph shall not be construed to prohibit any 
such carrier from extending credit in connection with rates and 
charges on freight transported for the United States, for any depart- 
ment, bureau, or agency thereof, or for any state or territory or 
political subdivision thereof, or for the District of Columbia. Where 
any common carrier by motor vehicle is instructed by a shipper or 
consignor to deliver property transported by such carrier to a con- 
signee other than the shipper or consignor, such consignee shall not 
be legally liable to transportation charges in respect of the transpor- 
tation of such property (beyond those billed against him at the 
time of delivery for which he is otherwise liable) which, may be 
found to be due after the property has been delivered to him, if 
the consignee (a) is an agent only and had no beneficial title in the 
property, and (b) prior to delivery of the property has notified the 
delivering carrier in writing of the fact of such agency and absence 
of beneficial title, and, in the case of shipment reconsigned or di- 
verted to a point other than that specified in the original bill of 
lading, has also notified the delivering carrier in writing of the name 
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dress of the beneficial owner of the property. In such cases 


-” er or consignor, or, in the case of a shipment so reconsigned 


iverted, the beneficial owner shall be liable for such additional 
pH ste {rrespective of any provisions to the contrary in the bill 
Cr lading or in the contract under which the shipment was made. 
if the consignee has given to the carrier erroneous information as 


- who is the beneficial owner, such consignee shall himself be 
hate for such additional charges, notwithstanding the foregoing 
Mia visions of this paragraph. On shipments reconsigned or diverted 
ae agent who has furnished the carrier with a notice of agency and 
ae proper name and address of the beneficial owner, and where such 
hipments are refused or abandoned at ultimate destination, the said 
peneficial owner shall be liable for all legally applicable charges in 
connection therewith. 
“Identification of Interstate Carriers 

“Sec. 224. The Commission is hereby authorized, under such rules 
and regulations as it shall prescribe, to require the display by motor 
arriers upon each motor vehicle operated under a certificate or per- 
mit issued by the Commission, suitable identification plate or plates, 
to provide for the issuance of such plates, and to require the payment 
py such carriers of the reasonable cost thereof. All moneys so col- 
jected shall be paid into the Treasury of the United States. Any sub- 
stitution, transfer, or use of any such identification plate or plates, 
except such aS may be duly authorized by the Commission, is hereby 
prohibited and shall be unlawful. 


“Investigation of Motor Vehicle Sizes, Weights, and So Forth 


“Sec. 225. The Commission is hereby authorized to investigate 
and report on the need for federal regulation of the sizes and weight 
of motor vehicles and combinations of motor vehicles and of the quali- 
fications and maximum hours of service of employes of all motor 
carriers and private carriers of property by motor vehicle; and in — 
investigation the Commission shall avail itself of the assistance of all 
departments or bureaus of the government and of any organization 
of motor carriers having special knowledge of any such matter. 


“Separability of Provisions 


“Sec, 226. If any provision of this part, or the application thereof 
to any person, Or commerce, or circumstance, is held invalid, the 
remainder of the part, and part, and the application of such provision 
to other persons, or commerce, or circumstances, shall not be affected 


thereby. “Time Effective 


“Sec, 227. (a) This part (except this section, which shall become 
effective immediately upon approval) shall take effect and be in force 
on and after the 1st day of October, 1935: Provided, however, That 
the Commission shall, if found by it necessary or desirable in the 
public interest, by general or special order, postpone the taking effect 
of any provision of this part to such time after the 1st day of October, 
1935, as the Commission shall prescribe, but not beyond the Ist day 
of April, 1936.’ wee 

Commission Plans 


When the motor carrier act reached the White House it 
was revealed that the Commission, in what was called in- 
formal consideration, had so extensively considered the mat- 
ter that it was prepared, shortly after President Roosevelt 
signed S. 1629, to make an announcement concerning its ad- 
ministration. The big question while the measure was being 
considered by the regulating body, it was learned, was as to 
how soon Congress would make an appropriation to enable the 
Commission to organize a staff to carry on the work. 

There was a definite idea while the measure was under 
consideration by the regulating body that $1,000,000 a year 
would be needed to cover the expenses incurred in the reg- 
ulation of the motor carriers. The thought was that between 
500 and 600 persons would have to be added to the force of 
the Commission of about 1,800 persons. Coordinator East- 
man, in his appearance before the Senate committee on inter- 
state commerce, in answer to a question by Chairman Wheeler, 
had mentioned $1,000,000 as the sum needed, that estimate be- 
ing based, he said, on a study made by a member of his staff. 

The Commission treated the consideration it had given the 
subject the same as it gives to formal matters before it; that 
is, as something not to be revealed or talked about in advance 
of a formal decision and announcement by the body. 


Motor Carrier Division 


A thought was that the Commission would administer the 
act by the creation of a division of commissioners which would 
have primary jurisdiction over motor regulation questions. That is 
the form of its organization for the dispatch of business arising 
under the interstate commerce act as it relates to the rail- 
roads, pipe lines and carriers by water, the latter to the ex- 
tent that they are controlled by carriers by railroads and that 
they make joint rates with railroads. Thus division 2 has pri- 
Mary jurisdiction over tariffs and things related to them; 
division 4 deals with the finances of railroads and things re- 
lated to finances or directly involving them, and division 6 to 
Matters of safety. 

Because of the variety and complexity of motor regula- 
tion there was also a thought that a bureau would be created 
which would have particular charge of motor carrier affairs 
along general lines, while the existing bureaus of the Com- 
Mission, such as traffic and statistics, would be enlarged to 
enable them to handle such questions arising in connection 
With motor regulation. The idea was that, for instance, pro- 
Vision would be made for the prescribing of rules for the 
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making and filing of motor tariffs by the creation of a division 
of motor tariffs. 

Inasmuch as there was a vacancy in the Commission, no 
one having been appointed to fill the one created by the ex- 
piration of the term of Commissioner Farrell, a thought was 
that if President Roosevelt desired to strengthen the Com- 
mission in its motor carrier regulation work, he could name a 
man familiar with motor transportation to that unfilled office. 

Because Congress had made no appropriation to carry 
on the work it had created by the passage of the regulation 
measure there was talk as to whether the Commission could 
make the act effective October 1. 

A deficiency appropriation for the Commission, however, 
to cover the expense on the motor regulation work could be 
made by Congress at this session. The President could sub- 
mit a request for money and Congress could dispose of the 
matter in a day or so. 


Truck Rates and Tariffs 


An appeal to truck operators and shippers to submit their 
views as to the bases for truck tlassifications and charges has 
been issued by Maurice Tucker, president of the Indiana Motor 
Traffic Association, as chairman of the national rate and tariff 
committee of the American Trucking Associations, Inc. Mr. 
Tucker has asked that suggestions be addressed to him in care 
the national association in Washington, D. C. 

The committee will begin conferences in Washington August 
13 that are expected to continue for a week or ten days, It is 
desired that truck operators and shippers submit their views 
as soon as possible, preferably in time for consideration at the 
conferences. 

The objective is to pave the way for establishment of uni- 
formity with respect to tariffs in connection with the regulation 
of the trucking industry provided in the motor carrier act, 1935. 

Questions under consideration by the trucking association 
national and state rate and tariff committees, according to Ted V. 
Rodgers, president of the association, include the following: 


Is a uniform basis for rates, to be filed under the new Federal 
regulation bill, desired? Or are there varied ideas that can be 
grouped according to classes of service or by territories or routes? 

Should rates filed be based strictly on cost of motor carrier 
Service, or to what extent should they be varied by competitive con- 
ditions or other factors? 

What principles of classification of commodities do operators in 
your region desire in establishing their rates? 


Members of state rate and tariff committees thus far ap- 
pointed are as follows: 


Arkansas—J. L. Floyd, Floyd Truck Lines, Inc., 215 York Street, 
Helena; B. C. Rotenberry, Southwestern Transportation Co., 913 Wal- 
lace Building, Little Rock; H. A. Tune, Motor Express, Inc., 117 E. 
2nd Street, Little Rock. 

Connecticut—Joseph M. Adley, Transportation Research Bureau, 
410 Asylum Street, Hartford; W. E. Conners, Laube-Interstate, Inc., 
1144 South Main Street, Waterbury; H. D. Hartman, New England 
Transportation Co., New Haven; John F. Maerz, Consolidated Motor 
Lines, 1179 Main Street, Hartford; E. C. Palmer, Smedley Company, 
Brewery Street, New Haven. 

District of Columbia—C, B. Buck, Merchants Transfer & Storage 
Co., 922 E Street, N. W., Washington, D. C.; F. J. Kane, Kane 
Transfer Company, 2116 5th Street, N. E., Washington, D. C.; Otto 
Ruppert, Davidson Transfer & Storage Co., 5th & V Streets, N. E., 
Washington, D. C. e 

Georgia—L. J. Bonner, Gulf States Express, Inc., Bolton, Georgia; 
Maurice F. Golsen, Dixie Freight Lines, Inc., 122 Houston Street, At- 
lanta; J. W. Suggs, A. A. A. Highway Express, Inc., 14th Street, 
Atlanta. 

Idaho—Mike Compton, Compton Transfer & Storage Co., 515 
Front St., Boise; Clarence Garrett, Garrett Transfer & Storage Co., 
Pocatello, Idaho; W. Ernest Gregg, Star Dray & Transfer Company, 
639 F Street, Lewiston. 

Indiana—Merle S. Denny, Denny Motor Transfer, 525 South Penn 
Street, Indianapolis; H. L. Oliver, Delaware Trucking Co., 301 W. Sey- 
mour Street, Muncie; George Person, Great Central Transport Corp., 
423 Illinois Street, Indianapolis. 

Iowa—Fred C. Eslick, Cadwell Transfer Company, 303 Eighth 
Street, S. W., Mason City; Peter S. Peterson, Underwood, Iowa; L. E. 
ames. White Line Motor Freight, Inc., 120 S. W. 5th Street, Des 

oines. 

Kansas—J. C, Cassell, Cassell Transfer & Storage Co., 125 North 
Rock Island, Wichita; A. H. Hall, Southern Kansas Stage Lines, 
255% North Main Street, Wichita; F. R. Petty, Petty & Killion, 202 
W. Ash Street, El Dorado. 

Maryland—William T. Cowan, W. T. Cowan, Inc., 1327 Bayard 
Street, Baltimore; John B. Faherty, Baltimore Transfer Co., Monu- 
ment & Guilford Ave., Baltimore; Joseph W. Newby, Davidson Trans- 
fer & Storage Co., 400 Key Highway, Baltimore. 

Massachusetts—H. B. Church, H. B. Church Truck Service, 26 
Reading Street, Roxbury; Frank I. Hardy, Big Three, Inc., 150 Cause- 
way Street, Boston; H. E. Howell, J. J. McCarthy Co., Taunton; 
George H. O’Brien, 86 Walnut Ave., Norwood; Allan J. Wilson, A. 
Towle Company, 135 High Street, Boston. 

Michigan—James B. Godfrey, Jr., Great Central Transport Corp., 
731 23rd Street, Detroit; Paul Scholten, Western Michigan Transpor- 
tation Co., 108 Market Ave., S. W., Grand Rapids; Johri Van der Jagt, 
Reliable Cartage Company, 601 Watson Ave., S. W., Grand Rapids. 


Minnesota—R. J. Braun, Minnesota-Wisconsin Truck Lines, 349 
North Smith Ave., St. Paul; James E. Murphy, Murphy Motor Trans- 
port, St. Paul Park, St. Paul; Stanley Wasie, Merchants Motor 
Freight Lines, St. Paul. ) 

Montana—William Eagan, Inter-City Trucking Company, Butte; 
Paul Follett, Montana Motor Freight Company, Butte; Carl Suhr, 
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Great Falls Transfer & Storage Co., Great Falls. 

Nebraska—Charles E. Hall, Omaha Truck Terminal, 404 Mer- 
chants Nat’l Bank Bldg., Omaha; Kile R. Martin, 5567 Mayberry 
Street, Omaha; William H. Sullivan, Sullivan Transfer & Storage, 
Lincoln. 

New Mexico—Charles Hill, H. K. Truck Lines, Las Cruces; VD. P. 
Rodgers, Rainbow Truck Lines, Roswell; E. N. Skeie, Wicks-Skeie 
Truck Line, Las Vegas. 

New York—H. J. Seidenberg, Pyramid Motor Freight, 359 W. 11th 
Street, New York; Joseph F. Whelan, J. F. Whelan Trucking Co., 
439 W. 54th Street, New York; Elmer T. Lindberg, Lindberg Motor 
Express, 144 River Street, Jamestown, 

North Carolina—B. L. Frazier, Barnwell Bros., Burlington; J. D. 
Kluttz, Horton Motor Lines, 913 W. Hill Street, Charlotte; R. 5S. 
Koonce, Motor Transit Co., Raleigh. 

North Dakota—George Greenstein, Greenstein Transfer & Storage, 
Jamestown; Eric Rosedahl, Rosedahl Truck Line, Lisbon; KH, A. Ward, 
Tri-City Transportation Co., Fargo. 

Ohio—E. De Maria, Columbus Motor Express, Inc., Columbus; 
Louis Richter, Richter Transfer Co., Cincinnati; E. H. Russell, Trans- 
continental Carforwarding Co., 172 North Case Ave., Akron. 

Oklahoma—B. A. Clanton, Clanton Transportation Co., 615 S. W. 
9th Street, Oklahoma City; Doane R. Farr, Clinton Transfer & Stor- 
age Co., 101 E. Chotaw, Clinton; B. H. Megginson, Megginson Truck 
Co., Inc., Tulsa. 

Oregon—James E. Crowson, Asbury Trans. Co. of Oregon, Inc., 
Portland; Leland James, Consolidated Freight Lines, Inc., Box 38618, 
Portland; A. W. Lee, Lee & Estes, Portland. 

Rhode Island—George E. Bennett, Hercules Trucking Co., Inc., 
340 Dexter Street, Providence; George A. Holley, Holley Ice & Trans- 
portation Co., 169 Kingstown Road, Wakefield; F. C. Sutherland, U, 8S. 
Finishing Co., Providence. 

Tennessee—H. H. Clark, Service Line, 310 4th Ave., South, Nash- 
ville; E. W. King, Mason & Dixon Lines, Kingsport; R. B. Gill, Inter- 
City Trucking Co., 575 South Front Street, Memphis. 

Utah—A. T. Burton, Sterling Transportation Co., 106 S. 2nd West 
Street, Salt Lake City; T. S. Carter, Interstate Motor Lines, Salt 
Lake City; George A. Sims, Salt Lake Transfer Co., 108 W. 2nd South, 
Salt Lake City. 

Vermont—M. B. Emerson, 25 Park Street, Barre; J. M. Hotch- 
kiss, Hotchkiss Motor Transport, Fairfax; S. B. Manning, Sherman 
B. Manning, White River Junction. 

Virginia—F. A. Bristow, Bristow Bros, West Point; R. Dan Jones, 
Brooks Transportation Co., 1224 W. Broad Street, Richmond; Harry 
G. Mundy, Mundy Van & Warehouse Co., 30 Wells Street, Roanoke. 

Washington—Clare C, Cater, Cater Transfer & Storage Co., 121 
S. Madison, Spokane; Roy H, Culbertson, Pacific Highway Transport, 
Auto Freight Depot, Seattle; William Fuhrman, Puget Sound Port- 
land Lines, 24 W. Connecticut Street, Seattle. 

West Virginia—W. B. Crawley, Crawley Transportation Co., 127 
North 6th Street, Clarksburg; C. I. Schafer, J. E. Miller Transfer & 
Storage Co., Wheeling; J. H. Smith, Sr., Atlantic Trucking Co., P. O. 
Box 321, Huntington. 

California—W. W. Berreman, Consolidated Freight Line, 941 16th 
Street, San Francisco; Harold Frasher, Valley Express Co., 1235 G 
Street, Fresno; Howard M. Lang, Lang Transportation Co., 5501 
Santa Fe Ave., Los Angeles. 


TRUCK LABOR HOURS 


The Massachusetts Department of Public Utilities has di- 
rected its supervisor of trucks to undertake the prosecution of 
W. A. Sabins & Son, a contract carrier operating under a per- 
mit from the department, on an accusation that the members 
of that partnership, William A. Sabins and Walter A. Sabins, 
had violated the hours of labor part of the truck law of the 
commonwealth, which is section 9. That section of the act 
makes it unlawful for any owner to require or permit a driver 
to operate any motor vehicle when the driver has been con- 
tinuously on duty for more than twelve hours, and after a 
driver has been on duty for more than twelve hours it shall 
be unlawful for the owner to permit him to operate until he 
has had at least eight consecutive hours off duty. That sec- 
tion also provides that it shall be unlawful for any owner of 
the vehicles to require or permit any driver to operate when 
the driver has been on duty more than sixteen hours in the 
aggregate in any twenty-four-hour period until he shall have 
had at least ten consecutive hours off duty. Cases of emer- 
gency are excepted. 

According to the report of the department, in Contract 
Carrier No. 2796, a petition for the revocation of the contract 
carrier permit of William A. Sabins and Walter A. Sabins, 
doing business under name of W. A. Sabins & Son, at the 
hearing on this petition testimony was introduced to prove 
that three drivers were required or permitted to operate motor 
vehicles, owned by the holder of the permit, in violation of 
section 9. It was alleged, said the report, that on forty-six 
occasions since the granting of the first limited contract car- 
rier permit these drivers operated motor vehicles for more 
then twelve hours continuously or did not have the number 
of consecutive hours off duty provided for in the statute. 

The permit holder contended, said the report, that some 
of the alleged violations were caused by emergencies and by 
the disregard of instructions by the drivers, and that other al- 
leged violations occurred when the driver was engaged ex- 
clusively in work for a branch of the government of the United 
States, which was exempted from the provisions of this status. 

Without deciding whether or not the drivers were engaged 
exclusively in government work on the occasions testified to 
and making allowance for the emergencies claimed and for 
disregard of instructions by the drivers, the department’s report 
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said the testimony showed, “and we are convinced that wi. 
liam A. Sabins and Walter A. Sabins, doing business under the 
name of W. A. Sabins & Son, did wilfully and repeatedly, within 
the meaning of the statute, violate the provisions of section 9.” 
But the department did not grant the petition of the em. 
ployes of W. A. Sabins & Son, which was for revocation of 
the permit. The employes were represented by George F. Ma. 
honey, Boston, a practitioner before the federal Commission. 
Instead of revoking the permit the department ordered the 
prosecution of the Sabins under the general laws of Magsa- 
chusetts. In disposing of the case the department said: 


The department may revoke any permit for wilful and repeateg 
violations of the provisions of chapter 264 of the Acts of 1934, ana 
this is the first case which has arisen under this law in which the 
excessive hours of labor constituted the violations. We believe that 
this act was passed to provide for the safety of the use of the 
highways by motor vehicles, and the hours of labor of drivers operat- 
ing large and heavy motor trucks should be strictly and rigorously 
limited in accordance with the provisions stated in said act. But 
a revocation of the permit in this case would, in all probability 
not only put out of business W. A. Sabins & Son, but would throw 
out of work its employes. The holder of the permit operates forty- 
six motor vehicles and has contracts with several large concerns 
to transport their property. One hundred families would be hurt 
by our decision revoking the permit. We hesitate in adding to the 
unemployed one hundred more persons, appreciating that there has 
been great difficulty in obtaining work of any kind in any community 
for several years. Although this law has been on the Statute books 
only a year and although we do not feel justified in revoking the 
permit of W. A. Sabins & Son in the present case because of the 
hardship that would result to the employes, warning is given to 
all holders of certificates and permits that we shall resolutely enforce 
the labor regulations of this chapter in any other case which is prop- 
erly brought to our attention. 

Section 11 of this act provides that the penalties set out in sec- 
tion 15 of chapter 159A of the general laws shall apply to violations 
of any provisions of chapter 264. We believe that this holder of 
permit should be prosecuted under the provisions of section 11 and 
direct that the Supervisor of Motor Trucks of this Department under- 
take such prosecution. Accordingly, it is ordered, that the petition 
be and hereby is dismissed. 


Chairman Attwill and Commissioner Hardy dissented. They 
said: 


We believe that the evidence indicates an intentional disregard 
of the statute. This being so, we feel we should punish the holders 
of the permit. Something more than the effect upon the holders is 
involved. By imposing punishment on the holders, we notify all 
holders of permits that in like circumstances punishment will be im- 
posed upon them. The statute gives us only one method of imposing 
a penalty. It makes no provision for suspension. We think, there- 
fore, that the permit should be revoked. This might be done with 
the intimation that When we are satisfied that the permit holder 
had been sufficienly punished and will comply with the law and the 
rules and regulations made thereunder we will entertain an applica- 
tion for a permit. 


According to information brought out in connection with 
this case seventeen states have regulatory laws governing the 
hours of labor of truck drivers. The suggestion is made that 
this case may be used as a guide for the prevention of unfair 
competition resulting from the employment of drivers for long 
hours affecting all other agencies of transport. 


TRUCKS AND BUSSES TOO HEAVY 


“One of the biggest sources of economic waste in this 
country is the tremendous discrepancy between the pay load 
and the weight of the vehicle used for truck and bus transpor- 
tation today,” says Charles B. Bohn, Detroit metallurgist. 

“There are thousands upon thousands of vehicles operating 
in this country and abroad which weigh from one thousand to 
five thousand pounds more than is necessary in the light of 
present-day knowledge of materials. The cost of needlessly 
transporting all of this surplus weight over the highways is 
incalculable. 

“Even if the design of the present-day truck or bus were 
exactly duplicated with lighter methods of construction and 
lighter but equally strong metals, the economic saving would 
be tremendous. It must be remembered, however, that, where 
the weight is materially reduced, it is also possible to reduce 
the amount of power required for the vehicle and, consequently, 
to further cut the weight of the power plant and greatly increase 
its economy of operation. If better performance is desired, the 
same size engine used in the lighter-weight vehicle would give 
an increased ratio of power-to-weight and consequently greatly 
benefit performance. 

“This problem of strength with light weight is a challenge 
to the engineer and designer and no longer to the metallurgist. 
The metallurgist stands ready to supply the materials. They 
are here now. We have aluminum alloys, for example, which 
are capable of providing all of the strength required to meet 
the highest demands for safety, durability and strength. To 
use these modern materials, however, means a new conception 
on the part of engineers and designers as well as manufac- 
turers. It is the purchaser and user of the truck and bus who 
foots the Dill. 
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“At the present time there are very few of the new light- 
weight trucks and busses available, though they are beginning to 
come. When the operator realizes that he is paying good hard 
cash needlessly to drag over the highways tons of iron and 
steel castings, forgings, and stampings at the expense of his 
pay load, whether it be passengers or freight, he is going to 
rebel and, in fact, the movement is already under way. The 
savings over the next ten years due to the introduction of the 
new modern busses and trucks will be tremendous, but this 
movement should be even more rapidly accelerated by enlight- 
ened efforts of engineers and manufacturers.” 


GRADE CROSSING ELIMINATION 


Grade crossing elimination projects should hereafter be car- 
ried out entirely by state and national authorities and their costs 
pudgeted in the programs of state and federal highway work, 
according to views made public by the Pennsylvania Railroad. 
The railroads, it is declared, should, in justice, be relieved alto- 
gether of further responsibility or expense in connection with 
grade separations. 

The railroad bases its contention on the great changes in 
the transportation field that have followed the growth of motor 
vehicles and the development of the highways into a nation-wide 
transportation system, representing a total property investment 
greater than that of the railroads themselves. 

“Highway traffic,” it is pointed out, “has grown by leaps and 
bounds until new the vehicles which cross railroad lines at 
grade throughout the country, in a day, are thousands of times 
greater in number than the units of train traffic which cross 
the highways. 

“The number of railroad trains operated has been materially 
reduced in recent years. Railroad mileage has not increased 
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since the close of the World War. Grade crossing eliminations 
have ceased to be of measurable benefit to the railroads.” 

Under these conditions, it is contended, grade crossing elimi- 
nations “have become highway improvements, pure and simple, 
just as much so as the surfacing of an old highway or the build- 
ing of a new one. As such, they are rightfully public responsibili- 
ties to be met at public expense.” 

In support of its position, the railroad directs attention to 
the action of the national administration in ear-marking $200,- 
000,000 of federal work relief money for grade crossing removal 
projects, Justice Brandeis is quoted in a recent United States 
Supreme Court decision as pronouncing crossing elimination to be 
“a desirable engineering feature,” comparable to other highway 
betterments. 

The railroad, referring to the building of automobiles “for 
constantly higher speeds,” cites the highway accident record 
of last year costing an estimated 36,000 lives, with injuries to 
1,000,000 people, and says: 

“It seems indisputable that drivers bent upon making speed 
over the road have created a condition in which they must be 
saved from themselves. 

“Modern highways are concededly built to permit and en- 
courage high speeds in travel. Fairness to the motorist, and 
frank recognition of present day motoring practices, therefore 
require that such highways be freed from grade crossings as an 
integral feature of their design and construction, 

“A thousand or more crossings are being eliminated in the 
United States every year, but highway extensions have created 
new crossings so rapidly that the present number is actually 
greater than ten years ago. 

“Acceptance by federal and state authorities of full respon- 
sibility for grade crossing eliminations, as part of the country’s 
highway building program, has become the only effective solution 
to this problem.” 





The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves.) 





FULL REPORTS WANTED 


Editor The Traffic World: 

I have been reading with consummate interest your leaders 
recently for which, as you know, I always have great admiration, 
but one in particular drew my attention—namely, that headed 
“Large or Small Type,” in your issue for May 18 last. 

I write to express the hope that you will not change your 
policy of printing fully, but in small type, the important speeches 
and decisions. We here find such complete reports most useful 
in that they are very often the only full reports we get, and 
summaries are apt to be misleading; I think I am right in saying 
that you are the only technical periodical in the United States 
to have adopted the consistent and excellent policy of printing 
such reports in full, Whilst it may be somewhat more difficult 
to read in small print, there is no obligation on everyone to read 
the full address if they do not want to do so, but it is there 
available for record. 

In concluding, I wish to tell you how greatly we rely on The 
Traffic World for obtaining an accurate and unbiased view of 
the American transportation situation, which keeps changing 
with such kaleidoscopic suddenness. 

C. E. R. Sherrington, 
Secretary, Railway Research Service. 
London, England, July 29, 1935. 


RAILROAD LAND GRANTS 


Editor The Traffic World: 

In recent discussions of transportation problems there have 
been intimations that the railroads, having been “well favored” 
with federal land grants, should not, therefore, complain re- 
garding the bus and truck carriers in competition with them, 
particularly the interstate carriers, which are free from the 
regulatory action of the Interstate Commerce Commission. This 
controversy about the land grants has to do directly with the 
question relating to the construction and maintenance costs of 
the paved highways on which the automotive carriers operate 
and which, throughout the United States, are, to a considerable 





extent, borne by the railroads in the form of taxation paid to 
the various divisions of government, 

Much of the talk about the land grants has been fatuous 
rather than factual for the reason that the opponents of the rail- 
roads are not informed about the subject. It is admitted, how- 
ever, with some regret, that many railroad officials and employes 
also are ill informed about a subject they should know more 
about, as it would enable them to offer effective rebuttal to 
arguments inimical to the degree of justice due the railroads. 

There is the apparent illusion in the minds of many persons 
that the federal government in recent years has ceded public 
lands to the railroads. It may surprise them to learn that the 
last federal land grant was made in 1871, to the Texas and 
Pacific Railway. 

The piercing of the primitive wilderness with a railroad in 
the development of the frontier was not only a financial hazard 
but the conduct of construction, maintenance, and operation 
had to contend with constant dangers. Hostile Indian tribes, 
turbulent and then unbridled rivers, the negotiating of rock- 
bound passés through mountain gorges, driving the lines over 
super elevation of the Rocky Mountains, the Sierra Nevadas, the 
Cascades, or other lesser mountain ranges, were accomplish- 
ments necessary before modern wagon and automotive high- 
ways could be constructed. 

In the development of mountain passes, elevations ranged 
from approximately one or two thousand feet to the major 
elevation of Tennessee Pass on the present Denver and Rio 
Grande Western Railway—10,500 feet, near Leadville. The rail- 
road came first, then the development of the wilderness. 

These were the hazards encountered in the will to develop 
a great continental nation and the irony of it is the later freedom 
of the automotive carriers in competition with the railroad which 
actually, to a large extent, created the means enabling such 
unregulated competition. 

The “land grant law” was enacted by Congress in 1850. The 
grants were a willing concession toward encouraging those who 
were interested in the building of the railroads, thereby assist- 
ing the federal government to develop the country and insuring 
continuity of continental transportation and communications for 
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peace or war purposes. The first cession was made in 1852 to 
the State of Illinois and parcels therefrom were ceded to the 
Illinois Central Railroad. The major cessions, commonly known 
as “corporation grants,” were allocated to the transcontinental 
lines west of the Mississippi River, with lesser parcels granted 
to localized lines east of the river. 

The great Union Pacific System of today was partly founded 
on and the construction of it was encouraged with land grant 
cessions in the Civil War period by no less a personage than 
Abraham Lincoln, who affixed his executive approval to the 
“Pacific railroads act,’ November 4, 1864. Construction of the 
Union Pacific-Central Pacific railroads followed, the notable act 
of this great construction drama being the driving of the golden 
spike at Promontory Point, Utah, May 5, 1869. 

This act in the Utah desert not only bound together our 
Atlantic and Pacific seaboards with a steel trail for industrial 
and commercial purposes, but it also effected a cohesion of the 
social and political life of the nation. The construction of the 
transcontinentals was thought of in terms of military neces- 
sity and out of this military purpose of the federal government 
in furthering the construction of the Union Pacific was born 
the Union Pacific System standard shield—the shield of national 
colors. 

The term “land grant” is really incorrect. The lands were 
not given gratis, They were ceded on the following terms: 


(1) Railroad to transport U. S. troops and munitions at one- 
half tariff rates. 

(2) Railroad agreed to carry U. S. mails for a four-fifth amount 
of money payments made to other railroads to which lands were 
not ceded, 

(3) Railroad to pay 7 per cent of gross earnings of charter lines 
to the state in lieu of other taxes. 

(4) Railroad to carry Indians gratis through tribal reserves. 


At the theoretical estimated value of $1.25 an acre in 1852, 
the primitive lands ceded to the Illinois Central were worth about 
$3,125,000. In subsequent years recessions in monies and serv- 
ices approximating $40,000,000 were made to the federal gov- 
ernment by this railroad system, twelve times the amount of 
the original value of grants. 

In respect to the Union Pacific System, following Edward 
Henry Harriman’s masterful entry into affairs of the property in 
1897 and in consequence of the financial reorganization, spon- 
sored by Kuhn, Loeb and Company, the sums remitted to the 
federal government in full settlement of its claims totaled $58,- 
448,223—U. S. second mortgage bonds and interest $40,253,605; 
securities in sinking fund sold to committee $13,645,250; cash in 
sinking fund taken over amounting to $4,549,368. 

As related in the biography of Mr. Harriman by George 
Kennan, interspersed with transcriptions from the Commercial 
and Financial Chronicle, New York, January 15, 1898, the federal 
government, therefore, fared well as as a consequence of the 
land grant cessions to the Union Pacific. In addition to these 
cessions the government had made a bond loan amounting to 
$27,236,512. It not only received this sum in return payment 
with interest in full, but it had also saved, in the thirty inter- 
vening years, approximately as much more due to economies 
effected in the transportation of mails, troops, supplies, and 
incidentals, by rail instead of by wagon. 

In the years subsequent to the land grants, the railroads 
sold parcels of land at nominal prices to enable the people to 
develop the country. The railroads have leased innumerable 
parcels for sums as small as $1.00 a year to shippers, ranchmen, 
farmers, and others located along the line. All of the lands 
were not sylvan countryside susceptible to immediate cultiva- 
tion, as some people may think. Much of the western land was 
surfaced with alkali; some sections were deeply rutted by erosive 
force of seasonal torrential streams from the canons of nearby 
mountains or by harassing desert winds. These latter areas 
were known as “bad lands” located in our western states in 
what was known in earlier years as “The Great American Desert.” 

The total ‘of all land grants to all railroads was approximately 
215,000,000 acres which, at the estimated $1.25 an acre, were 
valuated at $268,750,000. Probably about one-sixth of the primi- 
tive lands were timbered or susceptible to ready cultivation or 
grazing. The then financial value readily applicable To the 
railroad assets was, therefore, about $45,000,000, or approximately 
only $5,000,000 more than the $40,000,000 returned to the federal 
government by the Illinois Central which, as previously stated, 
was for an original grant worth about $3,125,000. 

The railroads have been valuated by the Commission at 
twenty-six billion dollars, After they had developed the coun- 
try, there was expended, to December 31, 1932, approximately 
$7,138,000,000 in the construction of 266,060 miles of hard sur- 
face roads and 92,150 miles of earth roads in the continental 
United States. Considerable of thé money was derived from 


taxation paid by the railroads, their taxation payments being 

approximately $1,000,000 a day, and much of the paved and 

earth highway mileage also traversed federal and state lands. 
Of every dollar expended, the railroad pays 34 cents for 
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taxes and interest on the investment in and maintenance of the 
roadbed, Of the dollar, the busses and trucks pay less than 1) 
cents in taxation. 

If the 74th Congress will act decisively and enact a law 
of equality of regulation for all interstate carriers—railroads 
highways, inland waterways, intercoastal shipping via the 
Panama Canal, and airways—the solution of the national trang. 
portation problem will soon be a self evident reality with a 
survival of the fittest. 

Regardless of all argumentation, the railroads will remain 
the primary carriers of the nation and their primacy wil] long 
continue. 

New York, N. Y., July 27, 1935. Edwin Swergal. 


TEXAS RATE INCREASE 


As a means of overcoming depleted railroad revenue the 
railroad Commission of Texas has granted, in part, application 
of the several lines in the state for an increase of freight rates 
on intrastate traffic, in certain instances. The increase igs to 
be only temporary, effective August 26 and expiring June 30, 
1936. 

The commission’s order authorizes a general increase in 
carload rates of 7 per cent, but not to exceed 5 cents a hun- 
dred pounds, with specific maximums ranging from 1 cent to 
4 cents a hundred pounds on specified commodities. This does 
not apply for distances of less than 180 miles on rates made to 
meet truck or water competition. 

Increases of 10 per cent are made in specific instances 
ranging from 1 cent to 11 cents a hundred pounds on less than 
carload traffic, except that it does not apply for distances of 
180 miles and less. 

The commission held under advisement the rates on lime, 
cottonseed cake, meal, hulls, and casinghead gasoline, car- 
loads. Articles exempted from increases in both interstate and 
intrastate rates are generally as follows: Grain and grain 
products, including flour and meal, mill products of grain, fresh 
fruits other than cold pack, potatoes other than sweet; cabbage, 
onions, tomatoes, fresh vegetables, cattle, calves, sheep, goats 
and hogs, fresh milk and cream, logs, lumber, shingles and 
lath of domestic woods, fuel wood, posts, poles and piling, fer- 
tilizers, and box, crate and cooperage materials. 

The commission said it was not convinced that the changes 
would result in the increased revenues desired or whether losses 
would occur by a shrinkage of tonnage from diversion to other 
carriers. This is conjectural, says the order, but, since the 
increases have been granted interstate and by some of the 
states and the law requires intrastate traffic to bear its pro- 
portion of transportation burden, the new rates will be tried. 





REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the follow- 
ing organizations have been duly designated and authorized to 
represent the employes of railroads indicated: 

Switchmen’s Union of North America to represent the yard 
conductors, yard brakemen and switchtenders of the Delaware, 
Lackawanna and Western. 

International Association of Machinists, operating through 
the Railway Employes’ Department, American Federation of 
Labor, to represent the motor car repairmen and helpers em- 
ployes of the Southern Pacific (Pacific Lines). 

International Brotherhood of Blacksmiths, Drop Forgers and 
Helpers, Southern’ Pacific System Federation 114, Railway km- 
ployes’ Department, A. F. of L., to represent the blacksmiths, 
their helpers and apprentices, employes of the Southern Pacific 
(Pacific Lines). 

Railway Employes’ Department of the American Federation 
of Labor to represent the electrical workers, employes in the 
mechanical and electrical departments of the Northwestern 
Pacific. 

Brotherhood of Maintenance of Way Employes to represent 
the bridge and building foremen; track foremen; all employes in 
the bridge and building and track departments, including pump- 
ers; and portable equipment operators and firemen, employes of 
the Denver and Salt Lake. 

The National Mediation Board has announced that, on ac- 
count of the inconclusive result of an election held to determine 
representation of clerical and office employes of the Denver & 
Salt Lake Railway, another election will be held when a request 
by employes is made to it. 

Tthe board has certified that Dining Car Employes’ Union, 
local 351, A. F. of L., has been designated to represent the 
stewards, cooks, waiter and other dining car employes on the 
Chicago, Milwaukee, St. Paul & Pacific Railroad. 

The National Mediation Board has certified that the Brother- 
hood of Railway and Steamship Clerks, Freight Handlers, Ex- 
press and Station Employes has been designated to represent 
the clerks and station employes other than clerks (including 
foremen) of the Wichita Union Terminal Railway. 
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Industrial Traffic Management 


Third of a Series of Thirty-six Articles Written by G. Lloyd Wilson, Professor of Commerce and 
Transportation, University of Pennsylvania, and Chairman, Committee on Education and Re- 
search, Associated Traffic Clubs of America—Professional Training for Traffic Management 


the United States and Great Britain of professional groups 

in the various commercial vocations. These new vocational 
groups have been fostered by the increasing subdivision of 
labor, the growing complexity of business, the development of 
the law of commerce, the trend from the individual proprietor- 
ship and the partnership toward the corporate forms of business 
organizations, the integration of businesses into vertical an 
horizontal consolidations, the rise in the standards of genera 
education, and the development of technical and vocational 
education. ; 

Everyone who has observed the course of business develop- 
ment has noted the rise of groups of technically trained and 
professionally motivated men in the fields of accountancy, 
engineering, purchasing, sales management, advertising, bank- 
ing, insurance, and transportation and traffic management. These 
have grown from small groups of pioneers who saw in their 
vocations opportunities for improvement through the develop- 
ment of higher technical and ethical standards. The new voca- 
tional groups have achieved recognition as professions through 
the same slow and laborious path followed centuries or decades 
earlier by the ancient and learned professions of medicine, law, 
church, military, and education. 


The Touchstones of a Profession 


Not every vocational field the members of which elect to 
band themselves together for the advancement of themselves 
and their vocations, is potentially a profession. The term is 
not to be cheapened by indiscriminate use. In order to qualify 
for consideration as a profession, a vocation must have the 
background of: 


I the last half-century there has been a steady growth in 


1. An adequate body of technical data to be mastered by those 
who choose to practice the profession. 

2. Arrangement and organization of the technical data so that 
they can be taught and studied systematically. 

3. A tradition that those in the profession should derive satis- 
faction from making contributions to the advancement of the pro- 
fession. 

4. Financial compensation commensurate with proficiency, fidelity 
and distinction in the profession. 

5. A code of ethics designed to govern the conduct of the mem- 
— oe group toward their work, toward each other, and toward 
the public. 

6. A spirit of public service rather than the mere self-serving 
pursuit of a livelihood and profits. 


These professional criteria have been discussed extensively 
by the present author elsewhere so that it is not necessary 
to enlarge on them here.’ 


Traffic Management as a Profession 


If these high criteria are used as standards, traffic man- 
agement qualifies as a profession. The technical data pertain- 
ing to transportation and traffic management rival in extent 
and difficulty the technology underlying other fields. A trained 
industrial and commercial traffic manager must be informed 
with respect to the services, charges, and liability of all types 
of transportation carriers—private, contract, and common. He 
must know the problems of supply, production, distribution, and 
consumption of the commodities handled by the industry or 
association for which he works. He must have a sound train- 
ing in world geography, with particular knowledge of areas of 
production, manufacture, distribution, and consumption, the 
territories served by the principal transportation carriers, the 
routes of these carriers, and their points of connection with 
other carriers. He must be familiar with the principles of rail- 
Toad and other carrier systems of classification, rate-making, 
tariff publication, construction, interpretation, and accounting. 
He must have a general knowledge of political science or gov- 
ernment and a particularized knowledge of the public regulation 
of transportation agencies obtained through the interstate com- 
merce act and the state regulatory acts that concern him, the 
decisions of the Interstate Commerce Commission and of the 
State regulatory commissions, and the decisions of federal and 
state courts affecting transportation. He must have a general 
training in finance and banking and a specialized knowledge 
of transportation finance pertaining to the carriers’ finance and 


von ‘See Wilson, G. Lloyd, ‘Traffic Management as a Profession,”’ 

he Young Man in Transportation,” and “Is Traffic Management 

Bae for Professional Organization?” and Reports of Committee on 
Ucation and Research, Associated Traffic Clubs of America. 


rate bases and to the handling of transportation finance in con- 
nection with shipping documents and drafts by fiscal institu- 
tions. He must be informed with respect to marketing and 
distribution generally and have special knowledge of the trans- 
portation aspects of marketing and distribution. 

This comprehensive technical background should not dis- 
courage one who seeks to find a career in industrial and com- 
mercial traffic management. On the contrary, it indicates the 
high standard to be attained and the challege to achievement in 
the field. 

The inherent professional standing of transportation and 
traffic management is further indicated by the progress that has 
been made in systematizing this technical material for teaching 
and study. This work has been done by scientific and adminis- 
trative workers in universities, colleges, schools of technology, 
governmental departments, bureaus, and regulatory commis- 
sions; by writers of texts and other materials published by 
scientific and commercial publishers, correspondence instruction 
schools, trade journals and magazines; by officers and employes 
of transport companies, and by other individuals and organi- 
zations. The ultimate goal has not and probably never will 
be reached, but students of transportation and traffic manage- 
ment today have great advantages in the amount and quality 
of material available for study, as compared with those of a 
generation ago, and a correspondingly greater obligation to use 
these materials to the best interest of themselves, tcir em- 
ployers, their vocation, and the public. 

The leaders in the field of traffic and transportation measure 
up to the professional requirement of a sense of obligation to 
contribute to the advancement of the vocation. The labor of 
preparing technical materials, of organizing and administering 
associations in the field of work, of speaking on traffic and trans- 
portation matters, and of training men and women for positions 
of greater opportunity and responsibility have been willingly 
contributed by many in the past and now, and there is no 
sign of abatement of this interested service—in fact, there are 
numerous evidences that it is increasing. 

The work of the educational committees and forum groups 
of traffic clubs and educational institutions, the work of national 
and local organizations of industrial and commercial traffic 
managers, and the educational program of the Associated Traffic 
Clubs of America are all harbingers of even greater interest 
and productive effort in the field. 

Traffic and transportation management need not apologize 
for its position with respect to compensation. Reasonable pro- 
ficiency and fidelity to the job and the best interests of the 
industry or organization employing traffic men usually result 
in reasonable compensation and advancement as conditions war- 
rant. Extraordinary ability and proficiency are usually corre- 
spondingly rewarded. The field is no get-rich-quick vocation, 
nor is it a purely acquisitive business. Part, at least, of the 
compensation is the “psychic income” derived from the sense 
of satisfaction that comes from work in an interesting field of 
endeavor that benefits others as well as oneself. 


The ethical code in transportation and traffic management 
compares favorably with other fields of business activity, 
despite the criticism of some who deplore the acts of a few 
which they consider unethical and impune the ethical standard 
in the whole vocational field on the basis. One of the highest 
expressions of ethical standards in the field of modern business 
is found in the so-called Antioch Code: 


Sound business is a service which benefits all the parties con- 
cerned. To take profit (salary or fees) without contributing to es- 
sential welfare; to take excessive profit (salary or fees); to cater to 
ignorance, credulity or human frailty; to debase taste or standards 
for profit; to use methods not inspired by good will and fair dealing; 
this is dishonor. Whenever I make or sell a product or render a 
business service it must be my best contribution to human well-being.? 


Finally, there is a spirit of public service in transportation 
and traffic management. The transportation industries are 
quasi-public enterprises and the management of the traffic and 
transportation affairs of industries and associations inevitably 
affects the public so that the faithful and constructive perform- 
ance of the work reacts favorably on the public. The ideal 
in traffic management is to move passengers and goods freely 
and efficiently at rates that are fair to the producers of the 


4 The words ‘(salary or fees)’ are added by the present author. 
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services—the carriers—fair to the producers, manufacturers, and 
distributors of the goods, and fair to the consumers of the goods 
—the public. 

It is fully appreciated that the foregoing are high standards 
of business conduct, but one does not have to believe in Santa 
Claus nor have a Pollyanna philosophy of life to believe that 
high standards of ethical conduct are not only beneficial to the 
members of vocational groups and the public but the only prac- 
ticable standard on which business can be conducted in the 
best interests of all parties. 


Traffic and Transportation Education 


It is presumptuous for any individual to suggest an educa- 
tional program for others, but, with complete disregard for the 
discretion imputed to less earthly beings, the present author 
will attempt to list some of the important characteristics of an 
adequate program of training. 

Several preliminary qualifications should be made. 

First, an adequate and comprehensive program of training 
should be based on sound general or non-technical education. 
This does not mean any fixed number of, years in grade or 
high schools or in college or university work, but a broad and 
liberal background of general education that can be acquired by 
some through reading good literature and sound elementary books 
on the subjects. Common school, high school, evening school, 
correspondence school, college and university training in one’s 
youth are desirable but not indispensable to the student who 
has the will to learn and the courage to keep at his education, 
and it is never too late to begin or continue one’s education. 

Second, the educational program of one who aspires to suc- 
cess and distinction in traffic and transportation must of neces- 
sity be a life program. If one does not like to study and read, 
he had better keep as far away from this field as possible. 
General school work or education must be supplemented by 
study in one’s adult years and the knowledge of yesterday 
corrected and supplemented by the critical study of present 
conditions. 

Third, general and technical educational work cannot be 
considered a substitute for practical experience. The education 
of a traffic man must consist of general education, technical 
training, and experience. One of these factors alone is not 
sufficient, but each must supplement, reinforce, and complement 
the other. There is no conflict between so-called “practical” 
and “theoretical” work. If practical work is worth while, it 
must give a man experience and test his judgment and dis- 
cretion. If theoretical work is worthwhile, it must illustrate the 
principles underlying sound practical application. 

Fourth, no amount of general education, technical training, 
or business experience can adequately train a man deficient in 
sound common sense or judgment. 

With these qualifications in mind, the following subjects 
are suggested as fields of technical study to supplement the 
general educational background and the requisite experience: 


1. A sound training in general economics in order to integrate 
the various fields of business or economic activity. 

2. Training in world political and economic geography with par- 
ticular emphasis on the political and commercial geography of the 
— States and with specialized reference to transportation geog- 
raphy. 

3. A good elementary training in political science or government 
with special attention paid to the organizations and functions of 
the federal and state transportation regulatory bodies, such as the 
Interstate. Commerce Commission, the U. S. Shipping Board Bureau, 
and the state public service or public utility regulatory commissions. 

4. A comprehensive study of commercial or business law. 

5. A broad study of the economics of railroad, steamship, motor, 
express, pipe line, and air transportation, including the organiza- 
tion, Services, rate structures and practices, finances, liability and 
regulation of each type of carrier. 

. A comprehensive study of the classification, principles of rate 
making, tariff publication, and rate structures of each type of carrier. 

7. A careful study of the organization, functions, and practices 
of industrial and commercial traffic management. 

8. A study of foreign trade with particular reference to the 
transportation aspects of foreign trade. 

9. A carful study of carrier liability and transportation insurance. 

10. A comprehensive study of the law of bailments and carriers, 
the federal and state statutes regulating transportation, the decisions 
of federal and state regulatory bodies, and the decisions of federal 
and state courts pertaining to transportation. 


As has been stated previously, this program is neither brief 
nor easy. It cannot be accomplished in a year or in several 
years with any degree of thoroughness, but it contains the essen- 
tial training that, when combined with the requisite personal 
qualities, general education and experience, points the pathway 
to success in industrial and commercial traffic management. 


Educational Program of Associated Traffic Clubs of America 


The Associated Traffic Clubs of America, in pursuance of its 
policy to promote shipper and carrier cooperation in transpor- 
tation through education and discussion, is fostering education 
as One of its principal objectives. The committee on educa- 
tion and research includes in its membership prominent carrier 
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traffic executives, leading industrial and commercial traffic man- 


agers, prominent commerce attorneys and counselors, and men 
engaged in transportation education. 


The Associated Traffic Clubs of America, through the ¢op. 
ventions, activities of officers and directors, and efforts of the 
committee on education and research, is advancing educatioy 
in traffic and transportation through a number of different but 
related activities: 


1. The preparation of suggested courses of reading and Study j 
various fields of traffic and transportation education. = 

2. The listing of text-books and other sources of information fo; 
collateral reading and study. 

3. The publication in ‘‘The Trafficgram,’’ the monthly educational 
publication of the A. T. C. of A., of articles bearing on educational 
topics in transportation and traffic management. 

4. The review of significant publications in the field of traffic 
and transportation. 

5. The publication in “The Trafficgram”’ of programs for traffic 
club meetings, traffic forum groups, and discussion classes. 

6. The dissemination of the programs and topics found to be at- 
tractive and profitable by traffic clubs in their educational programs 

7. The suggestion of ways and means of indicating the importance 
and value of traffic management to industrial companies, trade as. 
sociations, and commercial organizations. 


These activities take a variety of forms in the various traf. 
fic clubs. In a number of clubs the only educational activity 
is occasional after-dinner speakers on current transportation 
problems of national, sectional, or local importance, are of 
interest to a majority of the members, or speakers on subjects 
of general interest not necessarily directly related to traffic 
and transportation work. 


Another type of educational activity found in other traffic 
clubs consists of a traffic forum at which important general 
or technical transportation or traffic questions are discussed 
by members of the groups or by guest speakers. A traffic forum 
organized by a progressive traffic club much interested in the 
educational aspects of transportation and traffic management 
conducted in the last year a series of meetings at which the 
following subjects were discussed: 


. The preparation of a rate proposal to the carriers. 
. Some thoughts about steamship operation and management. 
. Railroad solicitation and some of its problems, 
Principles of transit privileges. 
5. Car forwarding companies and their purpose in the transporta- 
tion field. 

6. Education for traffic management. 


TV CO DD et 
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Each of these topics was discussed by a guest speaker or 
members of the club particularly interested in and engaged in 
the specialty of which he spoke. The open forum meetings 
were thrown open for the discussion by members of the sub- 
jects under consideration. 


A third type of educational program is found among traffic 
clubs that conduct courses of study of transportation and traffic 
management under the direction of a member of the club ap- 
pointed to conduct the classes, usually with the collaboration 
of other members particularly well qualified to discuss certain 
subjects, or under the direction of a non-member qualified to 
organize and manage the study groups. In some cases, courses 
of study in subjects of importance to but not directly related 
to traffic and transportation work are conducted by these 
groups. 

A fourth type of educational activity consists of courses of 
study in transportation and traffic management and related sub- 
jects sponsored by traffic clubs and conducted by educational 
institutions—universities, colleges, technical institutions, and 
public schools. This type of educational program recently has 
been established by several traffic clubs that heretofore have 
had no educational programs and is being considered by several 
others. It represents a fine type of cooperation in which the 
work of the practical men of affairs and teachers is blended 
to their mutual benefit. 

A fifth type of educational program consists of miscellaneous 
educational activities, including guest speakers on traffic and 
transportation subjects of current interest, round table discus- 
sions conducted by members or guests, occasional open forum 
meetings, sporadic classes on technical problems, debates on 
controversial subjects in the field of transportation, the sponsor- 
ing of projects such as sea scout troups, public speaking classes, 
and other subjects related in various ways to traffic and trans 
portation. 

It will be observed that the educational activities of traffic 
clubs within the membership of the Associated Traffic Clubs of 
America take a variety of forms. This diversity is not unde 


sirable; on the contrary, it indicates that different individuals 
and groups are seeking in different but related ways to advance 
the standards of education and practice in the field. There 18 
no hard and fast program of education that should be used it 
all cases but, rather, a number of pathways by which the ascent 
may be made. 


The important thing is that many are climbing. 
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NEW SHIPPING BILL 


The Trafic World Washington Bureau 


The ship subsidy and water carrier regulation bill prepared 
under the supervision of Secretary Roper at the request of the 
President was introduced “by request” by Senator Copeland 
August 6. It provides for transfer of the regulatory duties of 
the Shipping Board Bureau to the United States Maritime Au- 
thority, but after two years the President could transfer to 
the Commission the regulation of coastwise and intercoastal 
shipping. The bill provides for a ship operating subsidy, a 
ship construction subsidy, and for loans for the building of 
ships. Limitations are prescribed for the aid that might be 
accorded under the construction subsidy. Senator Copeland 
said he hoped to get action on the Dill at this session. 

The revised subsidy and regulation bill, S. 3376, is built 
along the lines of the Copeland and Bland bills. 

The proposed Maritime Authority would be composed of 
three members, not more than two from the same political 
party, and appointed without reference to geographical con- 
siderations. The members would be paid $12,000 a year. 

Provisions are contained in the bill designed to pave the 

way for elimination of the existing ocean mail subsidy con- 
tracts. ; 
The bill limits “construction differential subsidy” payments 
to not in excess of 331/3 per cent of the total cost of the ves- 
sel to be built, except in special cases where the maximum 
is placed at 40 per cent. 

The bill authorizes the Reconstruction Finance Corpora- 
tion to make loans to American shipowners for necessary 
corporate purposes, including the construction of recondition- 
ing of vessels. Loans from the existing ship construction loan 
fund would no longer be made. 

The bill also provides for payment of an “operating dif- 
ferential subsidy” to meet the difference in cost of operation of 
American ships and foreign ships. 

Compensation for officers or employes of subsidized lines 
may not exceed $25,000 a year under the Dill. 

The Senate commerce committee considered the measure 
August 7. It was to hold another meeting on it. 

President Roosevelt said at his press conference August 
7 he had not read the bill. He said it was highly desirable 
to have some legislation in this field to tide over until next 
year. 

President Roosevelt indicated at his press conference late 
August 2 that ship subsidy legislation might be worked out 
that could be passed at the present session of Congress. 


OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


The outstanding development in the full cargo trades last 
week was the reported action of the conference lines in the 
North Atlantic-Continent grain trade in pegging berth rates 
at levels considerably higher than those which have previously 
obtained. The prevailing rate of 5 cents from the St. Law- 
rence and North Atlantic ports to Antwerp-Rotterdam was 
advanced to 8%4 cents; to Hamburg from 7 cents to 9% cents, 
and to Bremen from a prevailinig rate of 7 cents to 10 cents. 
Some freight brokers hold that the move was ill-timed in 
view of the poor condition of the grain freight market, but 
the steamship lines take the stand that they have long been 
calTtying grain at a loss. The increase in rates is expected 
to result in a temporary lull in grain shipments and if suffi- 
client parcels accumulate it may be necessary to move the 
shipments as full cargoes, 

In other trades quietness prevailed generally, the principal 
development being the fixture of a vessel from the Gulf to 
the River Plate with lumber, the first cargo of this kind in 
Several years. It was said to have resulted from accumula- 
tion of parcels. Freight rates in general remained about the 
Same and tonnage for August loading was available for ship- 
Pers not requiring spot or very prompt positions. 

Transatlantic sugar cargoes included a steamer of 7,000 
tons from Cuba to U.K.-Continent at 12s for August loading and 
@ Similar fixture also at 12s by a motorship of 2,356 net tons. 

The time charter market was lifeless with the exception 
of scattered West Indies and Canadian charters. 

The only scrap iron fixtures reported were a steamer of 








1,579 net tons from the North Atlantic range to Ardrossan 
at 11s 6d for one or 12s for two loading ports, and a 1,020 
net ton vessel from the North Atlantic to Saude, Norway, at 
about $3.50 f. d., for August. 

The lumber fixture was a motorship of 1,908 net tons done 
at about $11 for August-September loading. In the intercoastal 
lumber trade an American steamer of 1,440 net tons was fixed 
from British Columbia to North of Hatteras at $9.75 for prompt 
loading. 

Tanker fixtures of interest included a motorship for 7,500 
tons of refined oil from the North Atlantic range to Antwerp 
and Lisbon at 11s 9d for September loading; a motorship for 
8,500 tons of casinghead from the Gulf to U. K. at 14s 6d for 
August, and an 8,000 ton dirty motorship from the North At- 
lantic to U. K.-Continent on the basis of 11s with option for 
Guuf loading at 12s 6d for August-September loading. 

Strike conditions continued to affect the Pacific Coast full 
cargo trades in July and the market was weak and inactive. 
In the last half of the month, however, labor conditions 
showed a strong tendency toward adjustment of difficulties, 
with the result that many mills resumed operations, partic- 
ularly in the Portland district. Once full operations are re- 
sumed, a report says, a good volume of lumber should be 
available in full cargo lots, particularly from United States 
ports to Japan, as a heavy import duty placed by Japan on 
British Columbia timber products will, as far as can be seen, 
practically stop the exportation of lumber to Japan from that 
territory. In the meantime, however, a number of vessels re- 
mained tied up at North Pacific ports awaiting cargoes con- 
tracted prior to the strike. 

In the grain trade no full cargoes were reported in the 
Japan-China sector and there was little inquiry for parcels, 
on which rates were in the neighborhood of $2.25 a ton. Grain 
business to U. K.-Continent was confined to British Columbia 
loading at rates ranging between 9s and 12s per ton, though 
a British steamer was reported fixed from Stockton, California 
to U. K. with a full cargo of barley for early August loading, 
rate not stated. No full cargoes or substantial parcels were 
reported in the intercoastal trade, though some inquiry was 
heard for a vessel on time charter basis to load wheat from 
the U. S. North Pacific to U. S. Gulf or Atlantic for August- 
September loading. 

Considerable lumber space to Japan was booked in July 
in anticipation of settlement of the strike and these bookings 
were carried forward as far as September-October loading at 
rates in the neighborhood of $6 on squares and $8 on logs, 
showing a probable increase of 25 cents to 50 cents over rates 
prevailing prior to the strike. There was practically no in- 
quiry for China as this market is still suffering from the 
effects of the silver prices.. One or two full cargoes were 
fixed for Australia both on rate and lump sum basis, which 
would probably work oat somewhere in the neighborhood of 
$7 per 1,000 feet. Liners secured parcels at about $7.50 to 
$8, depending upon ports of discharge. A pick-up in the inter- 
coastal lumber trade is anticipated with resumption of work 
in the major mills. 

The time charter market continued to be badly affected by 
the labor situation, with charterers showing no interest in 
this class of business. 

Rates in the tankers trade reflected a slight stiffening over 
the levels of previous months. Among the fixtures reported 
were four dirty vessels from California to Japan, all of about 
5,000 net tons, for August-September loading. A clean vessel 
of 3,421 net tons was fixed from California to U. K.-Continent 
for July-August loading at 15s and a 9,000 ton clean tanker 
secured a cargo for Salonica at 16s also for July-August. 





SHIP SAFETY PLANS 


Secretary Roper has announced the formation of a new tech- 
nical division for the Bureau of Navigation and Steamboat In- 
spection, Department of Commerce, It will be under the direc- 
tion of Caryl H. Roundy, who is technical assistant to Joseph B. 
Weaver, director of the Bureau. The technical division will be 
engaged in investigating the compartmentation of all vessels 
of the American merchant marine with particular reference to 
subdivision and stability. The object of their work will be to 
ascertain if the respective ships have sufficient bulkheads and 
fire control compartments to reduce the hazards from sinking 
and from fire, in case of collision, fire or other sea mishaps, 
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according to the department, which adds that this is an integral 
part of the government’s program for making American flag 


ships the safest on the high seas. Continuing, it says: 

The members of the staff have been selected for their ability in 
naval architecture and higher mathematics and have been drawn 
from the alumni of the United States Naval Academy, the Massa- 
chusetts Institute of Technology, the Webb Institute of Naval Ar- 
chitecture and the University of Michigan. The extensive investiga- 
tions to be made and the data to be compiled will be of such a nature 
that it should have a far reaching effect upon every ship in the Ameri- 
can merchant marine, both as to non-sinkability and great reduction 
of fire hazard. The activities of the new division will also provide in- 
creased employment for the shipyards in New York, Maine, New Jer- 
sey, Pennsylvania, Delaware, Virginia, California and other states. 

Mr. Roundy is a graduate naval architect and engineer and has 
served in the Navy and War Departments as well as the U. S. Ship- 
ping Board Bureau. He also is technical advisor to and a member of 
the Senate subcommittee on ‘‘Water tight integrity, stability and 
load lines of ships.’’ 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the De- 
partment of Commerce on agreements filed pursuant to the pro- 
visions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


Agreement No. 4360 between Prince Line, Ltd. (Furness, Withy 
& Co., Ltd., agents) and Bull Insular Line, Inc., providing for the 
transportation of corn and/or maize from Buenos Afres, Argentina, 
to Puerto Rican ports on through bills of lading. 

Agreement No. 4371 between Mitsui Bussan Kaisha, Ltd. (Mitsui 
Line) and Bull Insular Line, Inc., providing for the transportation 
of specified commodities under through bills of lading from China 
and Japan to Puerto Rico and the Dominican Republic. 

Agreement No. 4372 between Mitsui Bussan Kaisha, Ltd. (Mitsui 
Line) and Bull Insular Line, Inc., providing for the through trans- 
portation of cargo, except specified commodities, from China and 
Japan to Puerto Rico and the Dominican Republic. 

Agreement No. 4376 between Anchor Line (1935), Limited, and 
American-Hawaiian Steamship Company, providing for the trans- 
portation of cargo on through bills of lading from Glasgow, Scotland, 
and Belfast, Ireland, to United States Pacific coast ports. 

Agreement No. 4402 between Nelson Steamship Company and 
Grace Line, Inc., providing for the transportation of cargo under 
through bills of lading from U. S. Atlantic coast ports to ports on 
the West coast of South America. 

Agreement No. 4403 between Nelson Steamship Company and 
Panama Mail Steamship Company (Grace Line), providing for the 
transportation of cargo under through bills of lading from U. S. 
Atlantic coast ports to ports on the West coast of Central America 
and Mexico, 4 

Agreement No. 4425 between Frank Waterhouse & Company of 
Canada, Ltd., and Pacific-Atlantic Steamship Company (Quaker Line), 
providing for the transportation of shingles on through bills of lading 
from Victoria, Vancouver, Chemainus, Powell River and New West- 
minster, British Columbia, to United States Atlantic coast ports. 

Agreement No. 4426 between Frank Waterhouse & Company of 
Canada, Ltd., and States Steamship Company (California-Mastern 
Line), providing for the transportation of shingles on through bills 
of lading from Victoria, Vancouver, Chemainus, Powell River and 
nied Westminster, British Columbia, to United States Atlantic coast 
ports. 

Agreement No. 4445 between N. V. Stoomvaart Maatschappij 
“Nederland,’’ Lykes Bros.-Ripley Steamship Co., Inc., and Water- 
man Steamship Corporation, providing for the association of the par- 
ties in a conference to deal with rates and charges to be observed 
by member lines for or in connection with transportation of cargo 
— Amsterdam and Rotterdam to United States Gulf of Mexico 
ports, 

Agreement No. 4458 between American Pioneer Line, Dollar 
Steamship Lines, Inc., Ltd., Wilh. Wilhelmsen (Barber-Wilhelmsen 
Line), Isthmian Steamship Co., Nippon Yusen Kaisha et al., requir- 
ing certain member lines of the Associated Steamship Lines Con- 
ference operating from Philippine Islands to Atlantic and Gulf ports 
of the United States to declare vessels to be used by them in move- 
ment of sugar shipments. 

Agreement No. 4459 between Grace Line, Ine. (Grace Line), 
Panama Mail Steamship Company (Grace Line), and American Line 
Steamship Corporation (Panama Pacific Line) covering the booking 
of passengers for first-class transportation from New York to Havana 
and return to New York and from New York to Cristobal or Balboa 
and return to New York. 

Agreement No. 161-8 between Lykes Bros.—Ripley Steamship 
Company, Inc., Waterman Steamship Corporation, Richard Meyer 
Company, Strachan Shipping Company et al., modifies agreement of 
Gulf-United Kingdom Conference (Conference Agreement No. 161) to 
permit member lines to absorb insurance differentials assessed against 
cargo on account of Overage and undertonnage vessels. 

Agreement No. 323C between The New York and Porto Rico 
Steamship Company and The Atlantic & Caribbean Steam Navigation 
Company canceling Agreement No. 323, which provides for the trans- 
portation of cargo under through bills of lading from New Orleans 
to Venezuelan ports and Curacao, Dutch West Indies. 

Agreement No. 2272C between Nelson Steamship Company, 
Panama Mail Steamship Company and Grace Line, Inc., canceling 
Agreement No. 2272, as modified, which provides for the through 
transportation of cargo from U. S. Atlantic coast ports to ports on 
the West coast of Central and South America. 


Agreements Canceled 


Agreement No. 1348, as amended, between Pacific-Java-Bengal 
Line (N. V. Stoomvaart Maatschappij ‘““Nederland,’’ and N. V. Rotter- 
damsche Lloyd), Swayne & Hoyt, Ltd., and Munson Steamship Line, 
Edward P. Farley and Morton L. Fearey, trustees, providing for the 
transportation of certain specified commodities under through bills of 
lading from the Orient to Mexico, with transhipment at San Fran- 
cisco or Los Angeles Harbor and at New Orleans. 

Agreement No. 2587 between Girdwood Shipping Company and 
Transatlantic Steamship Company, Ltd., providing for the transpor- 
tation of cargo on through bills of lading from United States At- 
lantic and Gulf ports to New Zealand and Australia. 

Agreement No. 3767 between Matson Navigation Company, The 
Oceanic Steamship Company, Los Angeles Steamship Company, 
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Swayne & Hoyt, Ltd., and Inland Waterways Corporation proviq- 
ing for the transportation of canned pineapple juice under through 
bills of lading from the Hawaiian Islands to certain specified points 
on the Mississippi, Warrior, Cahaba, Illinois and Croix rivers. 

Agreement No. 3768 between Matson Navigation Company, The 
Oceanic Steamship Company, Los Angeles Steamship Company, Guit 
Pacific Mail Line, Ltd., and Inland Waterways Corporation, providing 
for the transportation of canned pineapple and canned pineapple 
juice under through bills of lading from the Hawaiian Islands to 
certain specified points on the Mississippi, Warrior, Cahaba, Illinois 
and Croix rivers, es : 

Agreement No. 3783 between Matson Navigation Company, The 
Oceanic Steamship Company, Los Angeles Steamship Company, Gulf 
Pacific Mail Line, Ltd., and Mississippi Valley Barge Line Company, 
providing for the transportation of canned pineapple and canned 
pineapple juice under through bills of lading from the Hawaiian 
Islands to certain specified points on the Mississippi and Ohio rivers, 

Agreement No. 3784 between Matson Navigation Company, The 
Oceanic Steamship Company, Los Angeles Steamship Company, 
Swayne & Hoyt, Ltd., and Mississippi Valley Barge Line Company, 
providing for the transportation of canned pineapple and canned 
pineapple juice under through bills of lading from the Hawaiian 
Islands to certain specified points on the Mississippi and Ohio rivers, 

Agreement No. 3813 between Matson Navigation Company, The 
Oceanic Steamship Company, Los Angeles Steamship Company, Luck- 
enbach Gulf Steamship Company, Inc., and Mississippi Valley Barge 
Line providing for the transportation of canned pineapple and canned 
pineapple juice under through bills of lading from the Hawailan 
Islands to certain specified points on the Mississippi and Ohio rivers, 

Agreement No. 3815 between Matson Navigation Company, The 
Oceanic Steamship Company, Los Angeles Steamship Company, Luck- 
enbach Gulf Steamship Company, Inc., and Inland Waterways Cor- 
poration, providing for the transportation. of canned pineapple and 
canned pineapple juice under through bills of lading from _ the 
Hawaiian Islands to certain specified points on the Mississippi, War- 
rior, Cahaba, Illinois and Croix rivers. : i 

Agreement No. 4030 between American Pioneer Line, Dollar 
Steamship Lines, Inc., Ltd., Wilh. Wilhelmsen (Barber-Wilhelmsen 
Line), Isthmian Steamship Co. et al., required member lines of the 
Associated Steamship Lines Conference, operating to Atlantic and 
Gulf ports, to declare the vessels to be used by them in movement 
of sugar shipments from Philippine Islands to U. S. Atlantic and 
Gulf ports. 


MERGER OF SHIPPING LINES 


Officials of the Merchant Fleet Corporation have conferred 
with representatives of the America France Line and the Amer- 
ican Hampton Roads-Oriole-Yankee lines in connection with the 
government shipping agency’s plan to place the lines under one 
management. The American Hampton Roads line is operated 
by the Southgate Nelson Corporation of Norfolk, and the Amer- 
ica France line is operated by the Cosmopolitan Shipping Com- 
pany of New York. Each operating agency, the lines being 
owned by the government, wishes to participate in the new 
management, " 

The matter has been brought to the attention of members 
of Congress. Norfolk interests have written to Chairman Bland, 
of the House committee on merchant marine and fisheries, and 
Representative Darden, of Virginia. The Norfolk interests are 
supporting a claim to preference put forward by the American 
Hampton Roads line. 

The Merchant Fleet Corporation has extended until October 
1 the period for separate operation of the America France Line 
and the American Hampton Roads Line. In the meantime de- 
cision may be reached as to operation of both services for 
the government by one agent. 


INTERCOASTAL CARGO CHARGES 


In No, 247, the Union Hardware and Metal Co. vs. Amer- 
ican-Hawaiian et al., reparation is sought on account of imposi- 
tion of assembling and distributing charges. 

Additional complaints filed with the Shipping Board Bureau 
seeking reparation on account of imposition of assembling and 
distributing charges follow: No. 243, The Texas Co, vs. Gulf 
Pacific Line; No. 244, Brunswig Drug Co. vs. American Line 
Steamship Corporation et al., No. 245, Broadway Department 
Store, Inc., vs. American Line Steamship Corporation et al., and 
No. 246, Armstrong Cork Co. et al. vs. American Hawaiian 
Steamship Co. et al. 


SHIPPING BUREAU CASES 


In No. 184, J. G. Boswell & Company et al. vs. American 
Hawaiian Steamship Co. et al., the American Bridge Co., Amer- 
ican Sheet and Tin Plate Co., American Steel and Wire Co. 
of New Jersey, Carnegie Steel Co., Columbia Steel Co., Cyclone 
Fence Co., Illinois Steel Co., Lorain Steel Co., National Tube Co., 
Oil Well Supply Co., Tennessee Coal, Iron and Railroad. Co., 
and Universal Atlas Cement Co., have been permitted to inter- 
vene. 

In No. 166, Encinal Terminals et al. vs. McCormick Steam- 
ship Company et al., on motion of complainant to withdraw the 
complaint, the complaint has been dismissed. 


PHILADELPHIA PIERS, INC. 


E. W. Stringfield, general traffic manager, Philadelphia Piers, 
Inc., reports advance bookings of forty-three ships for August, 
with an estimate of 15 spot bookings additional. 





Aus 


net 
cali 
the 


193 
bee 
yee 
bre 
del 
ing 
act 


re] 
not 


fin: 
the 


vel 


As 
gui 
ou 
thi 
me 


$4 


ne 


1; 


19 


n 
pe 


t 


a a Ss ee oa 


a s« T- 


Yo. § 
——— 


OVid- 
ough 
Olnts 


The 
Guilt 
iding 
ipple 
S to 
Inodis 


The 
Gult 
any, 
nned 
liian 
vers, 
The 
any, 
any, 
ined 
lian 
vers, 
The 
Uck- 
arge 
ined 
ilan 
ers, 
The 
ick- 
Jor- 
and 
the 
/ar- 


lar 
sen 

the 
and 
lent 
and 


ars 
nd, 
nd 
ire 
an 


ne 
le- 
or 


Sl- 


ul 
id 
lf 
1e 
nt 
d 





August 10, 1935 


August 10,1985 The Traffic World 


FEDERAL BARGE LINE REPORT 


The Trafic World Washington Bureau 


The Federal Barge Lines of the Inland Waterways Cor- 

ration, the government barge line agency, suffered a loss in 
net income of $920,147.95 as the result of operations in the 
calendar year 1934, according to the annual report filed with 
the Commission. ; 

The report of the corporation to the Secretary of War for 
1934 has not been made public though requests for it have 
been made. Usually the annual report for each preceding 
year has been made public in April or May each year. ; 
"Inquiries as to when the report would be ready this year 
prought replies from the War Department that the report was 
delayed due to the rush of business in the government print- 
ing office and the fact that examination of the corporation’s 
accounts took longer this year than heretofore. ‘ 

The delay in the making of the government barge line 
report public has resulted in speculation as to why it has 
not been made public. 

One view that has been put forward is that probably the 
fnancial results of operation of the government barge lines 
were so bad that it has not been thought desirable to make 
them public for fear that there might be adverse feeling de- 
veloped as to the spending of large sums of money on the 
waterways. 

Inquiry was made at the office of Major General T. Q. 
Ashburn, president of the Inland Waterways Corporation, Au- 
gust 7, as to the report. It was stated that the general was 
out of the city and would not be back until August 21 and 
that the matter would have to be taken up with him. In the 
meantime, it was stated, the report would not be made public. 

The annual report of the Federal Barge Lines filed by 
General Ashburn with the Commission, for the calendar year 
1934, shows that revenues from water line operations totaled 
$4,301,088.37, a decrease of $716,917.25 compared with 1933. 

Water line operation expenses totaled $5,168,791.68, an in- 
crease of $240,452.28 compared with 1933. 

There was a deficit in net revenue of $867,703.31. The 
net revenues represented a drop of $957,369.53 under 1933. 

The Federal Barge Lines, according to the report, carried 
1,400,406 tons of cargo in 1934 as compared with 1,479,157 tons 
in 1933. 

Some explanation of the deficit of $920,147.95 incurred in 
1934 probably will be set forth by General Ashburn in his 
annual report. 

In his report to the Commission for 1933 it was stated 
that the Federal Barge Lines had a net income of $30,049.11. In 
reports for other years “net income” of larger amounts have 
been set forth, and the government ,barge line claimed it was 
operating at a profit. 

The report for 1934 filed with the Commission showed assets 
of $23,937,835.80. 

In stating “net income” the barge line corporation’ does 
not say that if it had to pay interest, say, at the rate of 3 
per cent a year on the public’s money invested in the enter- 
prise, its claimed “profits” of past years would be wiped out. 





PORTS AND SECTION THREE 


By unanimous consent, the House has passed the Senate bill 
(S. 1683) amending paragraph one, of section three, of the inter- 
state commerce act, to enable ports, port districts, gateways, 
and transit points to complain to the Commission as to rates on 
trafic moving through them. The measure was sent to the 
President for his signature. 


IMPROVEMENT OF WATERWAYS 


An allotment of $45,000 from the old public works appropria- 
tion to the Corps of Engineers, War Department, for dredging 
work in St. Thomas Harbor, Virgin Islands, has been announced 
by Public Works Administrator Harold L. Ickes. 

The War Department has announced allotment of water- 
way improvement funds as follows: Ohio River open channel 
work, Cincinnati district, $70,000; St. Clair River, Mich., $36,000, 
for removal of shoals and ridges in channel in vicinity of Roberts 
Landing; Detroit River, Mich., $101,000 for dredging; Chatta- 
hoochee River, Ga., and Ala., $50,000 for removal of snags and 
dredging. 


SHIPPING BUREAU HEARING 


; In No. 182, in the matter of fares and charges for transpor- 
tation by water of passengers and baggage between the United 
States and Puerto Rico and practices relating thereto, hearing 
will be held August 30, beginning at 10 o’clock a. m., city time, 
at the Maritime Exchange building, Exchange floor, 80 Broad 
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Street, New York, N. Y., before Chief Examiner M. G. de 
Quevedo. 


INTERCOASTAL TRAFFIC 


In June in the United States intercoastal trade, according 
to the Panama Canal Record, 59 vessels with 172,491 tons of 
cargo transited the canal from the Atlantic to the Pacific, and 
51 ships with 355,562 tons of cargo transited the canal from the 
Pacific to the Atlantic. 








. PANAMA CANAL TRAFFIC 


In July 377 ocean vessels transited the Panama Canal and tolls 
of $1,683,649.94 were paid thereon, according to the War De- 
partment. In June the transits totaled 405 and the tolls 
$1,798,449.39. For the six months ended with July the transits 
totaled 2,523 and the tolls $11,213,942.80, as compared with 
2,648 transits and tolls of $12,155,914.22 in the corresponding 
period of 1934. 


AIR MAIL LEGISLATION 


The Traffic World Washington Bureau 


Congress, in agreeing to the conference report this week on 
H. R. 6511, the bill amending the air mail act of 1934 (see Traffic 
World, July 27, p. 156), gave the Commission another job to do 
in connection with air transportation. 

“The prime purpose of this bill,” said Chairman Mead, of 
the House committee on post office and post roads, “is to amend 
existing law so as to enable the Interstate Commerce Commission 
to increase, as well as decrease, the rate of payment for the 
carriers of air mail. Under existing law the Interstate Commerce 
Commission may revise rates, but in no case in excess of the bid 
rate, Under this bill the Interstate Commerce Commission may 
revise rates in excess of the bid rates but not in excess of the 
basic rates contained in the law. The basic rates contained in 
the law permit a maximum rate of not to exceed 3314 cents per 
mile for loads not in excess of 300 pounds. 

“In practical application this will permit the Interstate Com- 
merce Commission to disregard the bids submitted over a year 
ago by the contractors and give them a fair and reasonable rate, 
but not in excess of 3314 cents per mile. This was the prime 
reason for the legislation. After it left the House there was a 
demand that we liberalize certain features of the bill, particu- 
larly the feature with respect to off-line flying, and the House 
conferees agreed to a liberalization of that feature of the bill so 
that off-line flying will now be permitted to such a degree as 
was in operation prior to June 30 last, and the Interstate Com- 
merce Commission will not only have authority to pass on off- 
line flying such as was in existence prior to June 30 last, but 
they will also have authority to consider increasing off-line flying 
as well as restricting or eliminating it. 


“So the bill, as it comes back to the House, is more liberal 
from this standpoint than it was when it left the House. In a 
word, it permits the Interstate Commerce Commission to exer- 
cise more control over air mail, to increase rates within certain 
limitations, and to make such other adjustments and regulations 
as the bill provides.” 


AIR CARRIER LEGISLATION 


The Traffic World Washington Bureau 


A further hearing on the McCarran air carrier regulation 
bill (see Traffic World, Aug. 3, p. 195) was held August 6 by 
the subcommittee of the Senate interstate commerce committee 
assigned to consider the measure. The witnesses were Amelia 
Earhart, the aviatrix; Coordinator Eastman; Harllee Branch, 
second assistant postmaster general, and E. A.-Crowley, Post 
Office Department solicitor. Miss Earhart and Mr. Eastman 
supported the McCarran bill in general while the Post Office 
Department officials did not believe such legislation was neces- 
sary at this time. 

Miss Earhart said she believed legislation was tending and 
should tend toward coordination of all forms of transportation. 
She hoped to see a Department of Transportation headed by a 
cabinet officer. Probably the most orderly way to approach 
that idea, said she, was through the Interstate Commerce Com- 
mission, “which has stood so long and so honorably for the 
railroads as a nonpolitical body.” Incidentally, Miss Earhart 
paid tribute to Coordinator Eastman for the work he had done 
in surveying the transportation situation. 

It was conceivable, continued Miss Earhart, that the Com- 
mission might grow into a department of transportation. Though 
in general in accord with the terms of the bill shé urged that no 
certificates of public convenience and necessity to operate air 
lines be required for five years after the passage of the act. 
When it was considered that the railroads had had at least 50 
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years in which to “sow their wild oats,” said she, some leeway 
should be accorded the air lines to develop. Senator McCarran, 
referring to the “wild oats,’ said if that were permitted the 
result might be expensive for the industry and the country. 
Miss Earhart thought perhaps her reference to the oats was not 
just in point—perhaps it would have been better to make the 
phrase “a liberal test period.” 

Coordinator Eastman, having submitted his views on the 
bill in a letter last week, was on the stand only a few minutes. 
He explained he had not made such an investigation of air trans- 
portation as he had of other forms of transportation due to the 
fact that Congress had created a special commission on aviation 
to make such a study and make recommendations. He ap- 
proached the McCarran bill, said he, on the assumption that the 
need for such legislation was shown by the aviation commis- 
sion’s investigation. With the changes recommended in his 
letter he said he supported the McCarran bill. 

Mr. Branch said the Post Office Department could not agree 
that the time had come to put the air lines under the Commis- 
sion with respect to permission to operate and to requiring the 
Post Office Department to put mail on the lines. Until the 
government ceased subsidizing the air lines, said he, such regu- 
lation should not be undertaken. 

Mr. Crowley said he did not think the proposed legislation 
was necessary. Eventually, he thought, there should be regu- 
lation by the Commission but the time for that had not yet 
arrived. 

A letter from Clark Howell, of Atlanta, Ga., who served as 
chairman of the Aviation Commission, in which he said he 
favored complete regulation by the Interstate Commerce Com- 
mission of all forms of transportation, was placed in the record. 
He could see no reason why all transport agencies should not 
be regulated by the same body and said there should be such 
regulation in the interest of fairness to all. 


AMELIA EARHART RESIGNS AS AIR EXPERT 

Amelia Earhart, who was employed by the Bureau of Air 
Commerce, in March of this year, at one dollar a year, has re- 
signed in order to be free to pursue “my commercial aviation 
activities without any possibility of embarrassment or mis- 
understanding which might arise from this official connection, 
informal and insignificant as it is.’ She was engaged in making 
a specific test of a directional finding compass. The radio direc- 
tion finder was installed in Miss Earhart’s airplane soon after 
her appointment, and the service testing of this equipment was 
her first and only project in an official capacity as an aero- 
nautical expert for the bureau. 


PILOTS AND AIRCRAFT 

There were 14,177 pilots and 6,972 aircraft holding active 
Department of Commerce licenses on July 1, according to the 
Bureau of Air Commerce, Department of Commerce. On July 
1, 1934, there were 13,722 licensed pilots and 6,541 licensed 
aircraft. 

The total number of aircraft, licensed and unlicensed, of 
which the department had record on July 1 was 8,883, while this 
number on the corresponding day of last year was 8,837. Un- 
licensed aircraft (bearing identification numbers only) totaled 
1,911 on the first of July, 1935. 

Among the 14,177 persons holding pilots’ licenses as of July 
1 were 7,132 transport, 828 limited commercial, 5,395 private, 
717 amateur and 5 industrial pilots. (New licenses no longer 
are issued in the industrial grade.) The licensed pilots in- 
cluded 370 women classified. as follows: Transport, 70; limited 
commercial, 25; private, 234; and amateur, 41. 


BLIND APPROACHES TO AIRPORTS 


Radio transmitters and lights to assist airmen in making 
blind approaches to the landing area when visibility is poor 
are in operation at Newark Airport, Newark, N. J., and con- 
struction of a similar system is nearing completion at Wash- 
ington-Hoover Airport, Washington, D. C., Eugene L. Vidal, 
Director of Air Commerce, announced August 8. 

Reporting on progress in this project of the Bureau of 
Air Commerce, Department of Commerce, Mr. Vidal said that 
the bureau already had arranged for the establishment of sys- 
tems at Atlanta, Ga., Buffalo, N. Y., Cheyenne, Wyo., Indian- 
apolis, Ind., Los Angeles, Calif. (municipal airport), and St. 
Louis, Mo., to the extent of actually leasing sites. Negotiations 
are under way for sites at a number of additional cities. 

Equipment to be installed by the Bureau of Air Commerce 
in the vicinity of each of the foregoing airports consists of 
two radio transmitting stations two miles and 1,500 feet dis- 
tant, respectiély, from the airport and in line with the principal 
runway, together with a number of lights on the ground leading 
to the edge of the field. An additional feature of the system 
is a chain of lights flush with the ground and located along 
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the principal runway of the airport. However, these will neeq 
to be installed by the airport management in each case ag the 
department is forbidden by law to establish air navigation fagjjj. 
ties on airports. 

When visibility is poor the pilot will tune his radio compass 
to one of the radio stations and fly to the vicinity of the air. 
port. Upon passing over the transmitter a radio signal wil 
flash on a light on his instrument panel. He then will put the 
aircraft on a line with the airport runway by flying between the 
two radio stations. 

Having thus established his position he will begin the glide 
for a landing and will break through the low ceiling to locate 
the approach and runway lights and complete his landing in the 
normal manner. The system has been used for completely bling 
landings, as has also the Army Air Corps blind landing system 
from which it was adapted, but for the present, at least, will 
be used in regular service for approaches only. 





AIR LINE INSPECTOR 


Howard C. Stark, well-known instrument flyer and instruc. 
tor, has been appointed to the staff of the Bureau of Air Com. 
merce, Department of Commerce, as an air line inspector, Rvp- 
gene L. Vidal, director of air commerce, has announced, 

“Mr. Stark’s examinations of air line pilots and aircraft 
will be concerned largely with instrument flying, and instead 
of being assigned to a particular section of the country, he 
will be available for duty wherever special attention to this 
phase of air line operation is desirable,’ said Mr. Vidal. “Much 
of his time will be given to smaller air lines which do not have 
full time instrument flying instructors. 

“In addition, Mr. Stark’s knowledge and experience will 
be brought to bear on regulatory matters concerned with instru- 
ment flying, such as revision of regulations and formulation of 
policies and procedures under existing regulations. 

“Mr. Stark has been flying since 1922, and holds Bureau of 
Air Commerce transport pilot’s license Number 288.” 


AIR TRAFFIC 


Flying 4,993,328 miles and carrying 73,896 passengers, the 
scheduled air lines in the United States set all time monthly 
records in June, according to Eugene L. Vidal, director of air 
commerce. Reports to the Bureau of Air Commerce, Depart- 
ment of Commerce, disclosed that new records also had been 
established in June for passenger miles, express and express 
pound miles. 

The monthly figures cover all domestic air lines, but do 
not include extensions to foreign countries. The domestic lines 
flew 31,225,699 passenger miles, carried 330,970 pounds of ex- 
press, flew 186,310,017 express pound miles in June. A pas- 
senger mile is the equivalent of one passenger flown one mile, 
an express pound mile means a pound of express flown one mile. 

The highest monthly total for passengers carried in any 
one month previous to June of this year was 65,409 in August, 
1931. The record for miles flown bettered in June of this year 
was 4,868,717 miles flown in July, 1933. 

In addition to establishing monthly records in June, the 
domestic air line flew more miles and carried more passengers 
and express in the first six months of 1935 than in any previous 
January-June period. 

Scheduled air line (domestic) statistics for the first six 
months of the year follow: 
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Total Total 
January-June January-June 
1935 1934 
PINT IIE COUIIIIIOE i ikcsccseitescdccecewe: aaceeuws .§..-« «Bn 0 
PO COEEEIOM covescvcswraectcsess @c0esiees j.§. ii sosmenu 
Passengers Carried .........ccccccccccces 319,484 191,088 
Express carried (pounds) ............++..- 1,408,871 916,063 
Express pound miles flown .............. 866,074,339 es 
J Se ea ee eee 24,642,134 17,723,665 
Passenger Miles AOWR. « «2.60.06 6c0ccesene 139,436,311 75,289,435 


*This information not requested until January, 1935. 


PASSENGER RECORD MADE 


Exceeding all previous known records for passengers carried 
on a newly established regular passenger train, the Milwaukee 
Road’s Hiawatha, streamlined speed train operating between Chi- 
cago-Milwaukee and St. Paul-Minneapolis, carried 20,237 revenue 
passengers in July, it is announced. 

Figures released by W. B. Dixon, general passenger agent 
of the railroad, include both through passengers and _ those 
destined to intermediate stops along the route, although the 
greatest volume by far was through business, Mr, Dixon pointed 
out. Northbound, the train carried 10,230 and southbound 10,007, 
an average of 653 per day on the combined trip. This is a0 
increase of 3,673 passengers, or 22.2 per cent over the 16,564 
revenue passengers carried in June. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. | 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or questions 


from non subscribers. ; 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Conversion—Delivery Without Requiring Surrender of Order 
Bill of Lading—Remote or Speculative Damage 


Michigan.—Question: We would appreciate your answering 
the following question for us: 

We shipped a car of beans from Detroit, Mich., to Minne- 
apolis, Minn., via the X Railroad and Y Railroad, which ship- 
ment moved on a negotiable bill of lading. While the car was 
in transit the bill of lading was in the bank attached to our 
draft, and the Y Railroad reconsigned this car, changing the 
destination from Minneapolis to St. Paul, adding to the routing 
the Z Railroad. 

The car arrived at St. Paul, and the party to whom the 
car was billed secured delivery of the car from the Z Railroad 
under a bond they had filed with the Z Railroad. Ten days 
after the car had been delivered, the customer paid our draft, 
secured the bill of lading and surrendered the same to the Z 
Railroad. 

In the meantime the day the draft was paid, the party at 
St. Paul started suit against us and garnisheed the funds which 
were in the Minneapolis bank. We filed a claim against the Y 
Railroad covering the value of the car of beans and they have 
at this time refused to assume any liability owing to their hav- 
ing reconsigned the car without taking up the original negotiable 
bill of lading. 

We feel that the Y Railroad was liable for any loss we have 
sustained, owing to the car being reconsigned and delivered 
without securing the bill of lading. 

Answer: A carrier is liable in conversion for delivering a 
car moving on an order bill of lading without requiring the sur- 
render of the bill of lading. 

However, in the instant case, it appears that the injury you 
suffered was not directly due to the delivery of the car by the 
carrier without requiring a surrender of the bill of lading, that 
is, the action of the carrier did not result in your customer re- 
ceiving the goods without paying for them. 

The basis of your claim against the carrier appears to be 
that the lapse of ten days between the date of the delivery of 
the car and the payment of the draft put the party at St. Paul 
in a position to bring suit and garnishee the proceeds of the 
draft, or that the reconsignment of the car put the party at 
St. Paul on notice that you had a credit at the Minneapolis bank. 

We doubt whether such a statement of facts is a legal 
premise for an action of conversion against the carrier, inas- 
much as, subject to the garnishment suit, there was a payment 
of your draft and the acceptance of payment from a person to 
whom a carrier has made a wrongful delivery constitutes a 
ratification of the wrongful delivery. Brown vs. Vandalia R. Co., 
163 Ill. A. 473. The fact that your draft remained in the bank 
for presentation and payment was ratification. 

Such damages, we believe, would be considered remote or 
speculative and not recoverable. Atkinson vs. Wabash R. Co. 
(Ind.), 41 N. E. 947; Chicago, etc., R. Co. vs. Hale, 83 Ill. 360, 
25 Am. R. 403. 


Tariff Interpretation—Application of Term “Viz.” 


Utah.— Question: Commodity item reads: “Machinery and 
Equipment, second-hand (used), viz.: Mining or ore milling ma- 


chinery and Equipment, consisting of: Iron and Steel Articles, 
Viz.: 


Beams, structural 
x x 
= x 
Machinery, viz.: 
Ball mills and parts 


Bearings 
= = 
= x 
x z 


Equipment, machine shop 

x 

bet x 
Minimum weight 50,000 Ibs.” 


Lata) 
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A carload shipment included three coal burning iron ranges 
weighing 1,800 lbs., which were part of the machine shop equip- 
ment of the dismantled property. There is some disagreement 
as to the proper interpretation and application of the rate, 
shippers contending that as the ranges were part of the shop 
equipment they should be included at the carload rate, carriers 
contending they should be rated as contraband. 

Will you please give us the benefit of your opinion? 

Answer: In several cases the Commission has construed 
the term ‘viz.,” when used in a commodity item description. 

In Marble Products vs. Louisville & N. R. R. Co., 155 I. C. C. 
293, in construing a commodity rate item which read, “marble, 
granite, and stone, viz.: stone, crushed, paving or macadam, 
C. L., minimum weight 40,000 pounds,” it was held that the 
carriers’ contention that the portion of the commodity descrip- 
tion following the word “viz.” was controlling and that the 
rates did not apply on “marble, granite and stone,” the portion 
of the item which the carrier regarded strictly as a heading, to 
be well taken. The Commission said that although the exact 
point appeared never to have been construed formally, it had 
found informally, to use a representative situation, that the 
rates named in connection with an item reading, “lumber and 
articles manufactured therefrom, viz., sash, doors, etc.,” ap- 
plied only on sash, doors, etc. 

See, also, Morse Dry Dock and Repair Company vs. Atlantic 
Coast Line R. Co., 132 I. C. C. 351, in which the Commission 
said that the abbreviation “viz.” is generally read “namely” or 
“to wit” and is commonly employed to make specific that which 
heretofore had been considered in general terms; that the terms 
in the general heading are merely descriptive of what follows 
and may only be read in connection therewith; that they are 
not to be read alone, but must be considered as qualified by 
the further descriptions appearing after the abbreviation “viz.” 
in the item. 

In Paraffine Companies vs. Southern Pacific Co., 128 I. C. C. 
421, the Commission makes a distinction where, in addition to 
articles included in the general heading other articles which 
have characteristics similar to those covered by the general 
heading are named. 

In the instant case it appears that the difficulty in constru- 
ing the commodity item you quote results from the fact that the 
term “Equipment, Machine Shop” appears under the sub-head- 
ing, “Machinery, viz.” A limitation of this term by the sub- 
heading, “Machinery, viz.’” would necessitate reading the term 
to cover “Machine Shop Equipment, Machinery,” a term which 
does not seem to have any meaning, particularly in view of the 
fact that the general heading reading, “Machinery and Equip- 
ment, second-hand (used), viz.,” and the first sub-head, “Mining 
or Ore Milling Machinery and Equipment, consisting of:’ does 
not place such a limitation upon the term “Equipment, Machine 
Shop.” 

Our opinion is, therefore, that if the three coal burning 
iron ranges are equipment of mining or ore milling machinery 
they are entitled to the rate provided for the commodity item 
which you quote. 

In other words, it is our opinion that the item covers min- 
ing or ore milling machinery and the usual equipment for such 
machinery. Whether the ranges are such equipment is a ques- 
tion of fact. 


Limitation of Action—Section 10 of Interstate Commerce Act— 
False Billing, Etc. 


Ohio.—Question: If a case of misdescription is discovered 
several years after a shipment moved can it be prosecuted under 
Section 10 of the Act? Can you quote any such case and the 
result thereof? 

After discovery of such violations does the Commission 
cause prior records to be policed, and for how long a period? 

Answer: Under Section 1044 of the revised United Statutes 
a prosecution under Section 10 of the Interstate Commerce Act 
must be begur within three years from the accrual of the cause 
of action. 

We are not advised as to the matter covered by the second 
paragraph of your letter. Conversion. 


Routing and Misrouting—Terminal Delivery 


Georgia.—Question: Please give us case reference involv- 
ing the following situation: 

A shipper furnished the initial line a bill of lading, routed 
via A, B and C railroads for consignee’s storeroom, giving street 
location. Railroad C, indicated in the bill of lading, did not 
reach destination and it was necessary for them to deliver to 
a connection not specified in shipper’s bill of lading. Railroad 
C delivered the car to Railroad X, who took the car to destina- 
tion, but consignee’s warehouse was not located on their line 
nor did they have interchange facilities with Railroads W and 
Y, necessitating back haul of some fifteen or twenty miles to 
nearest interchange point, the delivering carrier assessing con- 
signee for this back-haul in addition to the regular rate. 
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Can Railroad C be held for misrouting when they could have 
made delivery to the proper line? 

Is Railroad X responsible in accepting a shipment for a 
poimt on their line when they could or should have known that 
they could not make delivery? 

Answer: In Ohio Iron & Metal Company vs. G. M. & St. P. 
Ry. Co., 28 I. C. C. 703, the Commission, in effect, held that 
carriers could not be expected to know on what line a consignee 
is located; that if the shipper desires delivery made by a cer- 
tain line at destination he should so state in the bill of lading; 
that if two or more lines reach the destination, and, because 
of the shipper’s failure to state delivery desired, the shipment 
arrives via a line other than that on which the consignee’s plant 
is located, or the one most convenient to his plant, the carriers 
may not be charged with misrouting. 


In our opinion, carrier C is not liable under the decision in 
the above referred to case. That carrier X is not liable is ap- 
parent from the decision in Lynchburg Chamber of Commerce 
vs. Southern Railway Co., 115, I. C. C. 625. Under the facts 
in this case a shipment moved from Johnston, S. C., to Elizabeth, 
N. J., routed over the Pennsylvania Railroad. Delivery specified 
in the bill of lading was, “National Biscuit Company Siding,” 
which is located on the Central Railroad of New Jersey. Hold- 
ing that the shipment was not misrouted, the Commission said 
that the car arrived at Elizabeth and was placed by the Penn- 
sylvania Railroad at its freight station yard in Elizabeth, and 
the consignee -notified of its arrival. On June 24, 1922, the con- 
signee ordered the car reconsigned to ‘‘National Biscuit Sid- 
ing, Central Railroad of New Jersey, Elizabeth, N. J. All charges 
to follow.” Under proper routing instructions the rate of 43.5 
cents was applicable from Johnston to the siding of the National 
Biscuit Company at Elizabeth, but the Commission held that the 
mere designation of the siding of the National Biscuit Company 
at Elizabeth, without specifying the name of the carrier on 
whose rails the siding was located, was not sufficient to insure 
delivery of the car at the rate of 43.5 cents, citing Ohio Iron 
& Metal Co. vs. C. M. & St. P. Ry. Co., 28 I. C. C. 703, and 
Hooven, Owens, Renschler Co. vs. C. H. & D. Ry. Co., 31 I. C. C. 
550. 

Damages—Delay 


Kansas.—Question: We would appreciate it if you will give 
us your opinion and rulings in connection with the following 
question pertaining to the liability of the carriers on a shipment 
delayed in transit to such an extent that the order was can- 
celed upon arrival and it was necessary to return the merchan- 
dise to point of shipment. 

A shipper forwarded a heavy machine from a point in Kan- 
sas to a point in Missouri on November 10, 1934. Section 7 of 
the bill of lading was executed but the bill of lading does not 
show that the carriers were notified that the shipment required 
fast handling. Repeated efforts on the part df the shipper to 
trace this shipment while in transit were without avail, and 
they were unable to get any information until the machine had 
arrived at destination and was refused by the consignee. 


The shipment was delayed to such an extent that the con- 
signee refused the shipment upon arrival and canceled the or- 
der. Having no sale for this machine in that territory, it was 
necessary to return the machine to point of origin. It is our 
contention that the shipper is entitled to collect from the rail- 
road company the amount of profit which they lost on this 
shipment on account of negligence of the carriers in delaying 
delivery. The loss of profit on the machine was $275. The 
shipment was in transit twenty-one days, whereas the usual 
time between the points involved is three days. 


Answer: For unreasonable delay in the transportation of 
goods the shipper is entitled to recover the difference between 
the market value of the goods at the time and place at which 
delivery should have been made and their market value when 
delivery was actually made. 

Delay in delivery of the goods, even though it is such as 
to render the carrier liable, does not constitute conversion, and 
the person entitled to the goods cannot on that account refuse 
to receive them, and sue for the full value. Buston vs. Pa. 
R. Co., 116 Fed. 235; St. Louis, etc., R. Co. vs. Dreyfus, 132 Pac. 
491; Hackett vs. B. C. & M. C. R. Co., 35 N. H. 390; Fishman 
vs. Platt, 90 N. Y. S. 354; Chesapeake, etc., R. Co. vs. Sauls- 
burg, 103 S. W. 254; Spalding vs. Chicago, etc., Ry. Co., 75 S. W. 
274, and other cases cited. 


The carrier’s liability is to compensate for the damages grow- 
ing out of the delay, and not for loss; and the remedy of the 
party entitled to the goods is to sue for the damages he has 
sustained by reason of the delay. Moody vs. Southern Ry. Co., 
60 S. W. 711; Southern Express Co. vs. Hanaw, 67 S. E. 944. 


This, as a rule, is the difference between their market value 
at the time they should have been deliverd and when they were 
delivered, with interest, from the former date, less the freight, 
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if unpaid. E. T. V. & G. Ry. Co. vs. Johnson & Shahan, 11S, g 
809; Gooden vs. Southern Ry, Co., 54 S. E. 720. ' 

In Southern Express Co. vs. Hanaw, 67 S. E. 944, the cour 
held that mere unreasonable delay in transportation does not 
amount to conversion, so as to authorize the consignee, upop 
arrival of the goods, to reject them and sue for their full value: 
that his remedy is to sue for the damages he has sustained by 
reason of the delay; that there may be a possible case where the 
property has ceased to be of any value at all, such as wholly 
decayed perishable goods, but that the present case was not of 
that character. 

In H, & T. Co. vs. Westburg, 208 S. W. 283, it was held that 
where the defendant railroad had no notice of any special oy 
contract price and the consignee buyer refused to accept , 
shipment because of not being delivered within a reasonable 
time, damages sustained by the plaintiff seller and consignor 
was the difference between the market value of the goods at 
the time they should have been delivered and their market 
value at the time the plaintiff afterward disposed of them; that 
where the only evidence tending to show that the goods shipped 
had a market value at destination on the date when they should 
have been delivered greater than that at which they were sold 
by the plaintiff consignor, after the buyer consignee refused to 
accept them, was the sale made by the plaintiff to the consignee, 
the court had the right to assume that the sale to the consignee 
was at the market price. 

This case and that of Mo. Pac. Ry. Co. vs. P. V. Z. Lumber 
Co., 85 Pac. 408, are the only cases we can locate which would 
form a basis for the recovery of damages in the instant case, 
assuming, of course, that the goods had a value after their 
refusal by the buyer. 


Inspection—Order Notify Shipments 


Iinois—Question: A number of cars of potatoes loaded at 
Chicago, consigned to various consignees at New Orleans, La., 
all shipped under advise bills of lading with instructions to 
the railroad to allow inspection, deliver only on written order, 
draft and delivery order were sent to the bank. 

Upon arrival at destination complete contents of the cars 
were unloaded for purpose of inspection, and same were de- 
clined by consignees and certain reductions had to be made in 
order to effect delivery, 


Claims were filed with delivery line to cover these deduc. 
tions on ground that the railroad company had no authority to 
unload these cars for inspection as long as delivery order had not 
been presented to the agent. These claims have been declined 
by the carriers, stating that they were within their rights in 
unloading the cars and that consignee would not accept unless 
the cars were unloaded. 

Have you any information to the effect that similar cases 
have been tried by either the Commission or by the courts? If 
so, please advise and if you feel our claims are just we would 
appreciate your advising us as to the best course to be taken, 
In other words, would you advise court action or an informal 
complaint to the Commission? 

Answer: We can locate no decisions of the court in which 
th: question of the liability of the carrier for unloading or per- 
mitting the unloading by the consignee of a car for the purpose 
of inspecting the contents thereof, under bill of lading instruc- 
tions to the railroad to allow inspection, has been directly in 
issue. 

In Pittman-Harrison Company vs. Fox Brothers, 228 S. W. 
479, it was held that where a seller authorized a railroad to allow 
the buyer to inspect goods without specifying at what particular 
place and in what manner the inspection should be made, the 
railroad did not violate instructions by placement of the car con- 
taining the goods on the privately owned track of the buyer 
adjacent to the buyer’s warehouse for the purpose of enabling 
the buyer to privately inspect the goods. See, also, Port Huron 
Machinery Co. vs. C. M. & St. P. Ry. Co., 201 N. W. 779. 

In H. E. & W. T. Ry. Co. vs. Ratcliff, 202 S. W. 525, however, 
in an action by the consignee of hay against a railroad which 
carried the shipment, for damages for failure to permit ade- 
quate inspection, the evidence was held to show that the notation 
on the bill of lading, “allow inspection,” is universally under- 
eae tag shippers and carriers to mean side-door inspection of the 
freight, 


Perishables—Liability of Carrier for Injury Thereto 


Georgia.—Question: We would appreciate your opinion as 
to the liability of the carriers, citing any previous decisions which 
may be applicable to the following: 

On shipments consisting of fresh fruits, vegetables 
articles of perishable nature, including melons, the carriers have 
declined to pay claims for certain commodities that were bruised 
in transit, causing decay and rot; their inspection reports state 
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Railway im... 


TTORE-DOOR PICK-UP and DELIVERY! 


UTHERN PACIFIC'S service is elastic. Its trains 

are supplemented by trucks operating over 3,367 

miles of highway. This truck service, coordinated 

with 16,231 miles of rail line and 5,925 miles of 

steamship line, establishes Southern Pacific as one of 
the nation’s foremost transportation systems. 

Today, the close coordination of our various types 


A COAST TO 
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nodern transportation combines 3,367 
niles of Highway and 16,231 miles of 
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Gathers Pacific’s 


of transportation means fast, efficient, on time de- 
livery of your merchandise. It is another reason for 
the modern, flexible transportation we provide; and 
supports our belief that we can be helpful to you. 

Whatever your shipment may be—and wherever 
it is consigned, Southern Pacific will handle it swiftly, 
carefully, safely. 





TRANSPORTATION 
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that some are caused by being overripe, and also take exception 
as to the condition of loading, claiming that proper equipment 
was not used to protect the lading. The bills of lading are 
stamped with note reading that shipper’s certificate is on file 
with the agent, and that the commodity has been properly treateq 
for rot; we also have affidavit from shippers to this effect. 

Our contention is that the carrier must prove that the dam. 
age complained of was caused by, or accrued from cause exempt. 
ing it from liability, that the bills of lading properly receipted 
for the goods without exceptions, and if inspection was made 
at point of origin or while in transit, a copy of such inspection 
report should be furnished both consignor and consignee. 

Your opinion, with citations of any previous court decisions, 
will be appreciated. 

Answer: A carrier is not an insurer of the arrival of perish. 
able freight in good condition, but is liable only for failure to use 
reasonable care, since such freight deteriorates from causes 
not within the carrier’s control, Penna. R. Co. vs. Walker, 128 
Atl. 45; Fean vs. Alabama Great Southern Ry. Co., 159 N. BR, 
487; Tri-State Fruit Growers’ Association vs. St. Louis-S. F, Ry, 
Co., 264 S. W. 445. 

A common carriers is liable as insurer for all loss or dam. 
age to property delivered to it for transportation, except such as 
may be caused by an act of God, the public enemy, or public 
authority, the inherent nature of the goods, or interference of 
the owner. Mo. Pac. R, Co. vs. American Fruit Growers, Inc, 
260 S. W. 39; C. & O. Ry. Co. vs. W. C. Crenshaw & Co., 
138 S. E. 467; R. G. & E. P. Ry. Co. vs. T. A. Austin & Co., 12 
S. W. (2d) 1070. In order for the carrier to be released from 
liability as insurer, on the grounds that the damage was caused 
by the act of God, the public enemy, or publicity authority, in- 
herent nature of the goods, or the interference of the owner, 
such cause must be proximate and exclusive. C. & O. Ry. Co. vs, 
Timberlake, Currie & Co., 137 S. E. 507; Southern Ry. Co. vs, 
Standard Growers’ Exchange, 130 S. E. 373. 


A carrier has the burden of showing that it was not re- 
sponsible for damages accruing to perishable goods delivered 
in good condition to the carrier by the consignor and received 
in bad condition by the consignee, in that the necessary pre- 
sumption is that there had been negligence on the part of the 
carrier. C. & O. Ry. Co. vs. W. C. Crenshaw & Co., 138 S. E. 
467; Dye Produce Co. vs. Davis, 204 N. W. 228; Mo. Pac. R. Co. 
vs. American Fruit Growers, Inc., 260 S. W. 39; John Bonner 
Co., Inc., vs. T. & N. O. R. Co., 126 Sou. 593. 

A shipper suing for damages to perishable freight has the 
burden of proving the railroad’s negligence, but establishes a 
prima facie case thereof by evidence tending to show delivery 
to the railroad in good condition and delivery by the railroad 
to the consignee in bad condition. A. Rouw Co. vs. St. L. S. F. 
Ry. Co., 290 S. W. 936; American Ry. Express Co. vs. A. Rouw Co., 
294 S. W. 461; Fean vs. Alabama Great Southern Ry. Co., 159 
N. E. 487. 

Ordinarily, when a shipper shows that goods were delivered 
in good condition, and when they arrived at destination they 
were in a deteriorated or damaged condition, the burden is 
shifted to the carrier to explain or account for the damaged 
condition of the shipment or to respond in damages. Went- 
worth Fruit Growers’ Association vs. American Ry. Express Co., 
1S. W. (2d) 1028; C. & O. Ry. Co. vs. W. C. Crenshaw & Co., 
fuc., 137 I. C. C. O26. 


In Howe vs. Great Northern Ry. Co., 222 N. W. 290, it was 
held that where a carrier delivers perishable property at des- 
tination in a damaged condition, proof that it was free from 
negligence is sufficient to relieve it from liability therefor with- 
out proving the cause of the damage. 


A carrier must not contribute to the injury by any negligent 
act of its own and a carrier is therefore liable for injuries to 
vegetables when the result of such negligence. Southern Ry. 
Co. vs. Standard Growers’ Exchange, 130 S. E. 373. 


In interstate shipments, the burden of proof is on the ship- 
per to show that the carrier was negligent in handling the 
shipment, where the carrier has shown that the damage accrued 
from inherent infirmity in goods transported under circum- 
stances not showing negligence. G. H. & S. A. Ry. Co. VS. 
Locata, 280 S. W. 540. 


‘NEW COMPLAINTS FILED 


No. 27070, Coal to lower lake ports and St. Lawrence River ports. 
A proceeding instituted by the Commission, on its own motion, 
respecting the lawfulness of all rates, charges, rules, regulations 
and practices of carriers to the carload movement of bituminous 
coal to ports on Lake Erie, Lake Ontario, and the St. Lawrence 
River for transshipment by water from those ports to Port Huron, 
Mich., and points below, to and including Brockville, Ont. 
No. 27075, Gates Rubber Co., Denver, Colo., vs. A. T. & S. F. et al. 
Unreasonable rates and charges, loose battery boxes and car- 
tons of battery boxes, Denver, Colo., to Los Angeles and Oakland, 
Cal. Asks reparation. (Charles J. Hotchkiss, practitioner, 1515 
Tremont PIl., Denver, Colo.) 
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Training 
that is the Last Word 


in Completeness 
and Practicality! 


Texts come to you in highly readable, in- 
teresting, non-technical, pocket-size manual 
form. In scope, the training covers the 
practical phases of management from first 
survey of field to the finest intricacies of 
rates, tarifls, agencies, services, I. C. C. 
practice, etc. The text itself is the com- 
bined work of 175 outstanding traffic ex- 
perts and our own Research and Instruc- 
tion Staffs—and embraces the major sec- 
tions briefly outlined here: 


Organization and 


Management 

This section lays the foundation of your 
success-career—on the fundamentals of or- 
ganizing, operating and managing an in- 
dustrial traffic department. You solve actual 
problems; investigate the sources and flows 
of trafic; learn how topography and 
climate affect transportation; study zoning 
for freight classification and rate-making 
purposes, and so on. 


Classifications, Rates, 
and Tariffs 


How to classify freight—how to use classi- 
fication rules—when to apply exceptions— 
how to distinguish between differing rates 
and tariffs—how to handle numerous filing 
methods—how to check rates—prepare and 
file claims—collect freight bills—handle car 
orders—bills of lading,” etc. 


Transportation Agencies 
and Services 


Details of rail, water, express and highway 
transportation—industrial plant conveyance 
facilities—solving of problems involving use 
of various types of facilities—work with 
tariffs, classifications and documents—are 
all a part of this section. 


Transportation Law and 
egulation 


Expert management demands full familiar- 
ity with transportation law, and this sec- 
tion initiates you into that phase of the sub- 
ject. “Problem Method” training gives you 
experience in handling the problems of the 
commerce attorney. 


Rate Making and 
ate Cases 


How to analyze freight rates—how to deter- 
mine their status—how to construct freight 
rates—freight statistics, with graphs and 
charts as used in rate cases—what to do 
and say in hearings—how to compile briefs, 
and so on. 


Practice and 
eference Material 

Thirty-five different items here include an 
invaluable Atlas of Traffic Maps, 184 pages, 
covering the various sections of the coun- 
try; practice freight classification and ex- 
ceptions; practice tariffs and tariff guide; 
and numerous other technical and supple- 
mental materials essential to a complete 
knowledge of modern traffic management. 
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| “Directed Knowledge’ Leads You 


Direct Toward Success in 


TRAFFIC WORK 


A famous banker, asked the reason for his success, said: “As 
a younger man, I supplemented the experience I got from 

@|| my job with spare-time training in banking and finance. I |]/@ 
found these courses helped to ‘direct?’ my knowledge—to 
keep me off detours that would have led nowhere.” 


N no field, perhaps, is there a greater need for “directed” knowledge 
than in Traffic Management. The field is so vast and so complex that 
even a wide, practical experience cannot completely equip a man to be 

a traffic expert in all its branches. The experience one gains as a tariff clerk, 
as a rate clerk, as a station agent, as a solicitor, or in any of the other posi- 
tions in the traffic field, is necessarily limited. For a complete, sound and 
broad understanding of Traffic as a whole, that experience must be aug- 
mented—filled out—with directed study. 


Studying on “one’s own,” however, is usually not enough. There are too 
many detours that lead nowhere. A guide is necessary to lead a traffic 
worker through the maze of perplexing problems of the transportation 
field. Today—such a guide is available to the traffic worker—the same 
guide that has directed the knowledge of many of the leading traffic exec- 
utives in the United States. That guide is the LaSalle Training Program 
in Traffic Management. 

LaSalle Traffic Management Training has been termed the most sound and 
comprehensive training available today to traffic workers. It is a unique pro- 
gram—conceived to direct the knowledge of traffic men and women who 
seek a sound, factual education in traffic work. It is based upon the principles 
and experiences of 175 of America’s foremost men in Traffic, who have them- 
selves collaborated with or written the text of the course. From the first to 
the final assignment, the student’s knowledge is directed by an Instruction 
Staff that constantly supervises, comments, counsels, and criticizes the 
work of the student. 

No student’s question is too insignificant to receive an answer from these 
experts. No personal problem about traffic can be submitted that the In- 
struction Staff will not gladly help solve. In short, the entire training is 
designed to provide the student with the broad, rich and complete knowl- 
edge of traffic work which a man or woman needs to fill positions of re- 
sponsibility and power in this field. 

Briefly outlined at the left is the extent and content of the training LaSalle 
provides in Traffic Management. A casual reading of it will indicate how 
complete and thorough is its scope and how definite its objectives. 


If you are now in traffic work and are ambitious to get ahead—if you feel 
the need of directed knowledge—if you believe this training, devised by the 
most eminent experts in the traffic field, can be of help to you—vwrite us for 
further information about it. At your request, we will send you complete 
information without any obligation. 


How unusual your opportunities are at this present time may amaze 
you! The facts about the whole subject of success-careers in Traffic 
are available in a timely new 64-page booklet, filled with the infor- 
mation you want most. Would you like a copy? If so, write us—and 
learn what this idea of training can do for YOU. 


Learn the 


FACTS 


LaSalle Extension University 
Michigan Ave. at 41st Street Dept. 895-TR 


CHICAGO 
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. No. 27076, Pure Oil Co., Chicago, Ill., vs. K. C. S. et al. 
AAA \\\ j Rates, in violation of sections 1 and 3, petroleum crude oil 
\ Purol, La., to Smiths Bluff, Tex. Competitors operating refineries 
\\ along the Texas Gulf coast preferred. Asks cease and desist 


ViSA SS order and reparation. (Henry Hauseman, t. m., 35 East Wacker 
\ | ZN NNN Drive, Chicago, II.) 
‘ \\\ SEIN } . 27077, Edward Franzell, Wheeling, W. Va., vs. L. & N. 

PORT |e ESSLZ Rates, strawberries, Maryville, Tenn., to Wheeling, W. Va, iy 
AUTHORITY y Mi et is violation of sections 1, 3 and 4, the sections 3 and 4 Violations 
COMMERCE Malic / Ty alleged being due to the fact that the B. & O. and other cay. 
BUILDING y A Mid 4 riers contemporaneously had in effect a_lower rate from (ip. 

Y x Wl cinnati, O., to Wheeling as well as to Pittsburgh, Greensburg 

Braddock, Connellsville, and Uniontown, Pa., and Buffalo, N, y' 

(George E. Morcroft, T. M., 212 Fruit Exchange Bldg., 21st 

and Penn Ave., Pittsburgh, Pa.) — 

. 27078, E. F. Middleton, Inc., Charleston, S. C., vs. Norfolk South. 
ern et al. 

Rates and charges, lumber, Morehead City, N. C., to points jp 
Del., Md., N. J., N. Y., Pa. Va., W. Va., and the District ¢ 
Columbia, in viqlation of section 1. Asks new rates to Union 
Bridge, Md., and reparation. (Thomas J. Burke, practitioner, | 
Vendue Range, Charleston, S. C.) P 
. 27079, Lyman-Richey Sand & Gravel Co. et al., Omaha, Neb,, ys 
Cc. & N. W. 1 

Rates, sand and gravel, points in Neb. to destinations in Neb, 
Ia., Mo. and Kans., in violation of section 3, the undue preference 
being for competitors shipping from Blue Rapids and Topeka, Kan, 
Asks cease and desist order and new rates. (J. A. Little, prac. 
titioner, 2902 North 54th St., Lincoln, Neb. 

. 27080, Peru Foundry Co., Peru, Ind., vs. C. & O. et al. 

Rates, sand, Selkirk, N. Y., Wilbren (New Lexington), O., ang 
Asuanba (Maysville), Ky., to Peru in violaton of section 1. Asks 
reparation. (R. A. Schapanski, traffic representative, Fruit Dis. 
tributors Bldg., South Water Market, Chicago, Ill.) 

27081, American Sugar Refining Co., New Orleans, La., vs. L. & N, 

Rate, carload, sugar, Three Oaks, La., to Mobile, Ala., in vio. 
lation of sections 1 and 4. Asks reparation. (P. M. Ripley, prac- 
titioner, 120 Wall St., New York, N. Y.) 

. 27082, Crown Willamette Paper Co., San Francisco, Calif., vs, 
Western Transportation Co. et al. 

Rates, paper of various description, Camas, Wash., and West 
Linn, Ore., to Eureka, Calif., alleged to be unjust and unreason- 
able. Asks rates and reparation. (John J. Seid, atty., 343 San- 
some St., San Francisco, Calif.) 

. 27083, Examiner Printing Co., San Francisco, Calif., vs. Southern 
Pacific et al. 

Rates, newsprint paper, Pulp Siding, Ore., to San _ Francisco, 
Calif., in violation of section 1. Asks reparation. (John Francis 
Neylan and Grove J. Fink, attys. for complainant.) 


CARTAGE 
COSTS 


Route LCL shipments via 


UNION INLAND 
FREIGHT STATION No. | 


Located in New York's amazing 


new distribution G. H. Q. 


THE PORT AUTHORITY 
COMMERCE BUILDING 


15th to 16th Sts.—8th to 9th Aves. 
MANHATTAN 


This station, maintained and operated by the 
trunk line railroads serving the Port of New 
York, has already effected sensational savings 
in trucking time and money, not only for the 
tenants who occupy the remarkable space in 
the building itself but for all other shippers and 
consignees who have been far-sighted enough 
to form the economical habit of using Union 
Inland Station No. 1 for both inbound and 
outbound L.C.L. freight shipments. 


Write for detailed information to 


THE PORT OF NEW YORK AUTHORITY 
Traffic Manager 
111 Eighth Ave., 
New York City 


Personal Notes 


John E. Craig, vice-president of the Clyde-Mallory Lines, 
has been elected chairman of the American Steamship Owners’ 
Association meeting of the association in New York. 

F. F. Crabbe is appointed general agent of the C. B. & Q, 
with office at Washington, D. C. 

The Minneapolis, St. Paul & Sault Ste. Marie announces the 
appointment of Samuel A. Towne, assistant superintendent, Min- 
nesota division, with headquarters at Enderlin, N. D. 

J. H. Threadgill has been made freight traffic manager of the 
Baltimore Mail Line with headquarters at Baltimore. He is suc: 
ceeded as Norfolk representative of the Roosevelt-I. M. M.-Balti- 
more Mail Line by H. M. L. Walton, Jr., his former assistant. 
A farewell banquet was tendered Mr. Threadgill at the Norfolk 
Country Club, which was attended by a hundred of his friends 
here in Norfolk. The staff of the Norfolk office of the Roosevelt: 
I. M. M.-Baltimore Mail Line presented him with a bag of golf 
clubs. 

W. J. Hammond, traffic manager, Inland Steel Company, 
Chicago, has been promoted to vice-president in charge of rail- 
way sales. He will be succeeded as traffic manager by R. R. 
Flynn, now assistant traffic manager. 

L. R. Martin has been appointed assistant to C. E. Hochsted- 
ler, Chicago, principal assistant to the executive and traffic 
assistant, Federal Coordinator of Transportation. 

F. C. Thompson, for the last fifteen years representative for 
the American Mail Line at Yokohama, has been appointed assist 
ant general freight agent at Seattle under L. L. Bates, general 
freight agent. 

R. S. Wood is appointed commercial agent of the Atlanta, 
Birmingham and Coast Railroad Company, Jacksonville, Florida. 

The Atlantic Coast Line announces the following appoint 
ments: E. C. Hicks, Jr., assistant general freight agent; H. V. 
Borjes, assistant general freight agent; J. F. Stack, assistant to 
general freight agent; G. F. Potter, assistant to general freight 
agent, all with headquarters at Wilmington, N. C. 

E. J. Amar has been reelected president of the Los Angeles 
¢ + + ¢ Board of Harbor Commissioners, to serve a third term from 

Mn) fr July 1, 1935, to July 1, 1936. Glen E. Arbogast was elected vice 
war president to succeed Gerald C. FitzGerald, whose term of office 

JUTE en ae 30. Harry C. Fryman succeeded to the a 
eS occupie y Mr. FitzGerald by appointment by Mayor Frank L. 
cE S We Shaw. Other members of the board for the snsuing year are 
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PORT 


ALBANY 


Newest Inland 


North Atlantic Seaport 


Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United 
States. 


The greatest consuming population in the United 
States. 


LRPRZR i= 


WARE [ZA 
HUDSON FR: Fou og 





Harbor—30 ft. deep with 1,000 ft. turning basin: 
143 miles from sea. 


Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial —pavement, water, sewers; power 


and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, 
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Emile A. Pozzo and Fred G. Gamble. Glen E. Arbogast, E. Clip. 
ton Earle, Harbor Engineer, and Charles A. Cronkhite, traf, 
manager, have been designated by the department as representa. 
tives of the port at the annual convention of Pacific Coast Ay 
thorities, to be held at Vancouver, B. C., August 15, 16 and 17 





Doings of the Traffic Clubs 





The Traffic Club of Minneapolis will have a golf outing at 
Midland Hills Country Club August 16. 





The Birmingham Traffic and Transportation Club postponed 
for two or three weeks the industrial trip to Lock 17, which had 
been set for August 6. 





The Transportation Club of St. Paul will have an eight-team 
bowling league this coming season. 





The Traffic Club of Newark, N. J., will have a golf outing 
August 14 at Forest Hill Golf Club, Bloomfield. The club will 
have its regular meeting September 9 in the Chamber of Com. 
merce auditorium, and the Traffic Forum will meet the evening 
of September 20. 





The Junior Traffic Club of Chicago has adopted a resolution 
against the Wagner bill (S. 2944) regulating practice before the 
Commission and other government bureaus and commissions, } 
The bill is dead. 





The Central Ohio Traffic Club will have an outing at the 
Spring Grove Country Club, Kenton, Ohio, August 13. W. J. 
Brennan of the C. R. R. of N. J. is general chairman of the 
arrangements committee. 





The Miami Valley Traffic Club will have its fourth golf 
tournament of the season at the Springfield Country Club, Spring- 
field, Ohio, August 15, The final golf outing will be held at the 
Miami Valley Golf Club, Dayton, September 12. 





The Traffic Club of Bartlesville, Okla., will hold its annual 
meeting and outing September 25. Three new directors are to 
be elected. Tentative plans provide for a golf tournament at 
Hillcrest Country Club in the forenoon with luncheon at the 
club, appropriate entertainment and barbecue to be provided in 
the afternoon and evening. 





The Transportation Club of Terre Haute will hold its annual 
golf outing at the South Country Club, Terre Haute, Indiana, 
September 10. 





The Traffic Club of Chicago will have its third golf outing 
of the season at Glen Oak Country Club August 15. The final 
outing will be at Olympia Fields Country Club September 12. 





The Traffic Club of Chicago will open the seventh season 
of its bowling league September 13. 


INCREASED PASSENGER TRAVEL 


Continued improvement in passenger traffic on the Mis- 
souri Pacific Lines is reported in a statement by P. J. Neff, as- 
sistant chief traffic officer, covering the first five months of 1935. 
It shows an increase of approximately 65 per cent in the number 
of passengers handled, as compared with 1933, and an increase 
of 5.9 per cent over the same period in 1934. The increase in 
passenger revenue was 5.8 per cent for the first five months of 
this year, compared with the same period last year, and 14.9 per 
cent in 1935, compared with the same period in 1933. The 
comparatively small increase in 1935 passenger revenue over 
1933 revenue, as contrasted with the very considerable increase 
in number of passengers handled, is due to the fact that the 
average passenger rates on the Missouri Pacific have been re 
duced approximately 32.4 per cent since December, 1933. 

Mr. Neff’s statement points out that several factors con 
tributed to the increased numbers of passengers handled, includ- 
ing the improved service, faster schedules at many points and 
the air-conditioning of all regular cars, including chair cars 
and coaches, in all principal trains. 
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KING COTTON’S PORT 


THE HOUSTON GATEWAY 


































August 10, 1935 


Geo. Sealy, Pres. 





HOUSTON 


Although cotton exports in the. 
1934-35 season are the lowest in 
the past eleven years, Houston 
maintains its record as the world’s 
leading cotton exporting port, 
having handled in the export trade 
1,386,611 bales. 


Total shipments passing through 
the port in this period amounted 
to 1,642,021 bas. 


Tonnage handled over the Houston 
wharves in the first six months of 
1935 was the greatest for any 
similar period in the port's history, 
totaling 9,629,855.7 tons, or an 
increase of 7.28 per cent over the 
corresponding period of last year. 


EXPEDITE 
YOUR 


EXPORTS OR IMPORTS 


BY ROUTING THEM THRU 


J. Russell Wait 
Director of the Port 


PORT OF GALVESTON 


Export Barge Connections with Five Great Trunkline 
— the Nation’s Inland Railways 
stwise Waterways Sixty-nine Steamer Lines 


MODERN 


LONG QUICK =_ GOOD 
FACILITIES + EXPERIENCE X DISPATCH ™ SERVICE 


GALVESTON WHARF COMPANY 


Established 1854 


(Kansas City Office—434 Board of Trade Bldg.) 






F. W. Parker, V. P. & G, M, 
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MAMMOTH 
MODERN 
TERMINALS 


All-Inclusive 
Facilities 


4 


Transcontinental 
RAILROADS 


= 
98 
OCEAN 
LINES 


* 





| —for SPEED 


and ECONOMY 


TIME means MONEY—both ways. 
“VIA SEATTLE” insures speediest 
transit to and from the Orient. Seattle, 
natural strategic gateway to China, 
Japan, Philippines, and Far East ports, 
saves 2 days or more by water. The 
largest and finest ocean terminals on 
the Pacific, plus expert handling facil- 
ties, insure the ultimate in service and 
economy. 
For Further Information Write to 


PORT OF SEATTLE COMMISSION, 
Bell Street Terminal, Seattle, U.S. A. 


SHORT ROUTE to the ORIENT 














chandise ‘as 


Japan, China, 























VALUABLE 


Of most value to shippers who use Amer- 
ican Mail Line President Liners is a thing 
they can’t see and do not pay for—Amer- 
ican Mail Line experience and American 
Mail Line pride in keeping your shipment 

on time. When your customers want mer- 


SEATTLE. A President Liner leaves Seattle 
every alternate Saturday ; one arrives in Seattle 
every alternate Tuesday, regular as clockwork. 


This service is augmented by a fleet of fast 
cargo liners with regular sailings to ports of 
Hongkong and the 





For information, apply desk No. 6 


21 West Strect...ccccccccccccce New York 

1714 Dime Bank Bldg............. Detroit 

110 So. Dearborn St......cccccess Chicago 

Union Trust Bldg. Arcade....... Cleveland 
General Freight Office 

760 Demat DUIS. cccccccccceces Seattle 


Fast Freight and Passenger Service 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 





soon as possible’ ship VIA 


Philippines, 
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, & = — 
bout $3,600,000, ‘SQ 


Rail Recot 
jpn octet 


Hiawatha Carries 
16,564 Passengers 


in Month 
= 


—. 
carrie 
during June, 


. ; petw 
direct sinnea polis an av CHICA GO 
aaily- ta\/ MILWAUKEE 
As e ae ST. PAUL 
as PACIFIC 





NO 
EXTRA 
FARE! 


Examiner 
July 8,°35 n 


EVERY CAR AIR-COOLED 


The Hiawatha. 


Nothing Faster on Rails! 
Over the only Double-Tracked route between 


CHICAGO - MILWAUKEE - LA CROSSE 
ST. PAUL - MINNEAPOLIS 


62 Hours Between Chicago and St. Paul 
7 Hours Between Chicago and Minneapolis 


NORTHBOUND SOUTHB 

ead Down { Central Time Shown} . Read =” 
1:00 p.m. Lv. Chicago Ar. 7:30 p. m. 
2:15 p.m. Ar. Milwaukee Ar. 6:10 p. m. 
7:30 p.m. Ar. St. Paul Ly. 1:00 p. m. 
8:00 p.m. Ar. Minneapolis Lv. 12:30 p. m. 


GEO. B. HAYNES, Passenger Traffic Manager 
Chicago, Illinois 


The MILWAUKEE roaD 


The Traffic World 
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Docket of the Commission 








NOTE—Items in the Docket marked with an asterisk (*) hay 
been added since the last issue of The Traffic World. New assign. A 
ments now on the Commission’s docket of dates later than herei, A 
shown will not bear asterisks when they do appear. Cancellation, A 
and postponements announced too late to show the change in this Ba 
Docket will be noted elsewhere. Bi 
August 12—Frankfort, Ky.—U. S. Court Rooms—Examiner Mattingly: Be 
27057—Emergency freight charges within Kentucky. Bu 
August 13—Washington, D. C.—Examiner H. C. Lawton: H Be 
Fourth section application 15939—Newsprint paper from points jy Cl 
Me. to Philadelphia, Pa.—Filed by W. S. Curlett. 
Fourth section application 15941—Newsprint paper from points jy ; 
Quebec to Philadelphia, Pa.—Filed by W. S. Curlett. Ci 
Fourth section application 15969—Newsprint paper from St. Joseph CI 
D’Alma, Que., to Philadelphia, Pa.—Filed by W. S. Curlett. C 
August 14—Nashville, Tenn.—U. S. Court Rooms—Examiner Mattingly. D 
27040—Emergency freight charges within Tennessee, D 
August 15—Argument—Washington, D. C.: D 
26991—Emergency freight charges within Indiana. D 
August 16—Montgomery, Ala.—Alabama Public Service Commission— D 
Examiner Mattingly: 
27058—Emergency freight charges within Alabama. D 
August 29—San Francisco, Calif.—Merchants’ Exchange: Fi 
Air Mail Docket No. 6—Air mail rates for Route No. 33. Fi 
September 4—Philadelphia, Pa.—Chamber of Commerce Rooms—Ex. Cc 
aminer Griffin: K 
* 26968—E. I. DuPont de Nemours & Co., Inc., vs. B. & O. et al. 
* 27042—Whitall Tatum Co. vs. Western Maryland Ry. et al. k 
September 5—Jefferson City, Mo.—Public Service Commission—Com. | 
missioner Porter and Examiner R. C. Taylor: u 
* 1, & S. No. 4119—Jefferson City and North Jefferson, Mo., rates, K 
September 5—Philadelphia, Pa.—Chamber of Commerce Rooms—Ex- 
aminer Griffin: 
* 27014—A. Bronstein et al. vs. B. & O. et al. 
September 5—Denver, Colo.—Public Utilities Commission—Examiner 
Weems: 
* 26780—I. Rothschild Produce Co. et al. vs. Alton & Southern et al 
September 5—Washington, D. C.—Argument: 
* 27050—Emergency freight charges within Kansas. ¥ 
September 6—Chicago, Ill.—Morrison Hotel: if 
25143—Swift & Co. et al. vs. N. Y. C. et al. (further hearing). 4 


September 6—Oral argument—Washington, D.. C.: 
27025—Emergency Freight Charges within Oklahoma. 

September 6—Buffalo, N. Y.—Hotel Buffalo—Examiner Berry: 

* 1. & S. 4124—Newsprint paper to Illinois territory. 

September 6—Philadelphia, Pa.—Chamber of Commerce Rooms—Ex- 
aminer Griffin: 

* 26603—M. E. Culver et al. vs. Pennsylvania. * 

September 6—Wichita, Kan.—Allis Hotel—Examiner Hagerty: 

* 26140 and Sub. Nos. 1 and 2—Red Star Milling Co. vs. A. & R. et al. 
(further hearing). 

September 7—Pittsburgh, Pa.—Federal 


ton: 
* 27011—Gulf Refining Co. vs. C. R. R. of N. J. et al. 
September 7—Denver, Colo.—Public Utilities Commission—Examiner 


Weems: 
* 26892—-Adolph Coors Co. et al. vs. A. T. & S. F. et al. 


September 9—Colorado Springs, Colo.—City Council Chamber, City 
Hall—Examiner Weems: 

* 27061—Holly Sugar Corp. vs. A. T. & S. F. et al. 

* 27005—Holly Sugar Corp. vs, Alton et al. 

September 9—Ardmore, Okla.—U., S. Court Rooms—Examiner Hasé- 
erty: 

* 20416—Harry Abels vs. A. T. & S. F. et al. (further hearing). 


September 9—New York, N. Y.—Hotel Pennsylvania—Examiner Gril- 
fin: 

* 26984—Nassau Smelting & Refining Works, Ltd., et al. vs. S. I. R.T 
et al. 


September 9—Kansas City, Mo.—Chamber of Commerce Rooms—Ex- 
aminer R. G.. Taylor: 
* 27056—Brown-Strauss Corporation et al. vs. Alton et al. 
September 9—Milwaukee, Wis.—Hotel Wisconsin—Examiner 
* 26848—Meyer Burstein & Sons vs. A. & W. P. et al. 
September 9—Cleveland, O.—Hotel Statler—Examiner Worthington: 
* | & S. 4116—Cleates, palmitates, stearates, etc., classification. 
September 10—Washington, D. C.—Examiner M. L. Boat: 

Fourth Section Application 15676—Authority to establish and main- 
tain rates on coke, coke breeze, dust and screenings from and/0o 
between points in C. F. A., I. F. A., W. T. L,, Sou., and T. L 
territories. ‘j 

September 10—Washington, D. C.—Examiner Curtis: 

; < bs No. 4112—Carbon Furnace Electrodes from Niagara Falls, 
September 10—Lexington, Ky.—Lafayette Hotel—Examiner McChord 
* 27003 and Sub No. 1—Joseph Papania & Co. vs. A, C. L. et al. 


September 10—New York, N. Y.—Hotel Pennsylvania—Examiner Grif- 





Bldg.—Examiner Worthing- 


Berry: 


n: 

* 27002—John Nix & Co. et al. vs. Railway Express Agency, Inc., et al 

September 10—Cleveland, O.—Hotel Statler—Examiner Worthington 

* 1, & S. 4121—Sludge acid between C. F. A. and T. L. points. 

September 10—Kansas City, Mo.—Chamber of Commerce Rooms—Ex- 
aminer R. G. Taylor: 

* 27030—Kansas City Ice Co. et al. vs. A. T. & S. F. et al. 

September 10—Milwaukee, Wis.—Hotel Wisconsin—Examiner 

* 26963—Knauf & Tesch Co. vs. A. G. S. et al. 
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No, (MAugust 10, 1935 


Amarillo 
Atlanta 
Austin 
Baltimore 
Billings 
Boston 
Buffalo 
Butte 
Chicago 


Cincinnati 
Cleveland 
Columbus 
Dallas 
Davenport 
Denver 

Des Moines 
Detroit 
Duluth 
Fargo 

Ft. Worth 
Grand Rapids 
Houston 


Huntington 
Indianapolis 
Kansas City 





Amarillo Whse. Co. 
General Whse. & Stge. Co. 
Scobey Fireproof Whse. Co. 
Terminal Whse. Co. 

Billings Whse. & Trading Co. 
Bankers Whse. Co. 

The Market Term. Whse. 
Jones Stge. & Transf. Co. 
Seng Waterway Whse. Co. 
Seng Term. Whe. Co. 
Cincinnati Merchandise Whses. 
Cleveland Stge. Co. 
Columbus Whses., Inc. 
Dallas-Trinity Whse. Co. 


Ewert & Richter Exp. & Stge. Co. 


The Bankers Whse. Co. 

Blue Line Stge. Co. 

United States Whse. Co. 
Duluth Term. & Cold Stge. Co. 
Adams Transf. & Stge. Co. 

Ft. Worth-Trinity Whse. Co. 
Richards Stge. Corp. 

Patrick Transf. & Stge. Co. 
Shipside Warehouse 

The W. J. Maier Stge. Co. 
Indianapolis Whse. & Stge. Co. 
Walnut Stge. & Distr. Co. 





The Traffic World 


the economical distribution 
of a quality product plays an 
important part in profits 


thru the cooperative action 
of our group many concerns 
have increased sales and yet 
experienced decided 
tions in their distribution 
costs 


give us the opportunity of 
explaining the many advan- 
tages and economies of plac- 
ing your products in the 
hands of your 





BY THEIR DEEDS YOU SHALL KNOW THEM 
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Los Angeles Davies Whse. Co. 

Memphis Merchants Whse. Co. 

Milwaukee National Whse. Corp. 

Minneapolis Minneapolis Term. Whse. Co. 

Mobile Merchants Transf. Co. 

Montgomery Moeller Transf. & Stge. Co. 

Muskegon Richards Stge. Corp. 

New Haven The Smedley Company 

New Orleans Douglas Public Service Corp. 
Douglas Shipside Stge. Corp. 

reduc- New York Lackawanna Term. Whses. (Jersey City) 


Oklahoma City The Public Whse. Co. 


Omaha Central Stge. & Van Co. 
Philadelphia Gallagher's Warehouses 
Portland, Me. Atlantic Stge. & Whse., Inc. 
Portland, Ore. Manning Whse. & Transf. Co. 
Rochester Exchange Whse. Co., Inc. 

St. Louis S. N. Long Warehouse 

St. Paul St. Paul Term. Whse. Co. 
Salt Lake City Keyser Fireproof Stge. Co. 
San Antonio Scobey Fireproof Stge. Co. 


San Francisco 


Overland Freight Transf. Co. 


Seattle American Whse. Co. 
customers Tampa Caldwell Bonded Whses., Inc. 
th Tulsa Tulsa Term. Stge. & Transf. Co. 
~ Utica Broad Street Whse. Corp. 
Wichita Peoples Transf. & Stge. Co. 


ASSOCIATED WAREHOUSES, INC. 


230 No. Canal St. 
CHICAGO 


Empire State Bldg. 
NEW YORK 


write the nearest office for a free copy of our latest directory ... you will find it full of detailed information on the reliabil- 
ity ... financial soundness and modern distribution facilities inherent in the public warehouses holding membership in Asso- 


ciated Warehouses . . 


WEEKLY SAILINGS 


Surprisingly low fares to Japan, China, and the Philippines are in 
effect now on famous President Liners. These powerful, smooth- 
sailing ships leave New York and San Francisco (via Hawaii and 
the Sunshine Route) every week for Japan, China and the Philip- 
pines. You may stopover anywhere, then catch the next or a later 
President Liner. (Favorable exchange in the Orient makes stop- 
overs economical.) All staterooms are outside with comfortable 


beds. Outdoor swimming pool and roomy play-decks. For infor- 
mation, see your Travel Agent, or 


to the 


ORIENT 


Antigo .. « 


Hayward .. « 


Regular fast overnight train 
Woodruff -Minocqua-Rhinela 


. you incur no obligation . . . send for this handy reference book now. 


Come to the Cool 


NORTH WOODS 


OF WISCONSIN 
UPPER MICHIGAN, MINNESOTA 


Quick relief from hot muggy days and sleepless 
nights. Only a few hours away and you’re in the 
land of 7,000 lakes, where pine forests scent the 
invigorating air, and you sleep under blankets. So 
easy to reach and fares are so low. For example, 30-day limit round 
trip from Chicago only: 
8.90 Ironwood . 


-$ 8. ‘ 
Eagle River .. 10.85 LacduFlambeau 11.60 
12.85 ThreeLakes. . iste 


e 
nde 
eé 


Cabl 








Woodruff . - 11.25 
Manitowish . . 12.05 


lus the Flambeau Friday afternoons to 
vr and Eagle River-Land o’ Lakes Dis- 









-$12.90 Rhinelander . . $10.45 


DOLLAR Steamship Lines 


New York -. CHICAGO 
San FRANCISCO and 
other principal cities 


—— — 


ee 


> 
Se 


SS 


=< 


‘> 








tricts; the “400” Friday afternoons, and the Viking-Mountaineer (via 
Madison) Saturday mornings to Hayward-Cable-Drummond District. 
Send for folder with information about where to goand places to stop. 


™ BLACK HILLS s. is 


Weird, twisted peaks thrust mile-high from flat, 
level plains—rushing, tumbling mountain torrents 
alive with trout—romantic Deadwood—the mighty 
sculpture on Mt. Rushmore—the curious “Bad 
Lands” nearby. Every sport and pastime in a wild 
mountain setting. “North Western” offers air- 
conditioned comfort —at extremely moderate 
fares from Chicago. 


Round trip, coaches, any Saturday or Sunday 
Round trip in Pullmans, 1 30 
every day. {Space extra} $29 ° 
7-day all-expense tours $4700 






Write for 
ell- expense OTe 2s 6 es ws 
folder R. THOMSON, Passenger Traffic Manager 


-& N.W.Ry., 400 W. Madison St., Chicago, Ill. 2366 


CHICAGO & NORTH WESTERN RY. 
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STARRETT LEHIGH 
BUILDING 


Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 


their efficiency. You, too, can save here. 
Write or telephone for descriptive booklet. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 60] West 26th Street 
Telephone: CHickering 4-5520 


a 


September 11—Cleveland, O.—Hotel Statler—Examiner Worthingt, 
* 26966—General Dry Batteries, Inc., vs. C. & E. I. (Charles M. Thom, 
son, trustee) et al. 

September 11—Milwaukee, Wis.—Hotel Wisconsin—Examiner Be 

* 27007—Cumberland Fruit Package Co. vs. C. St. P. M. & O. et aj 
* 27066—Waupun Oil Co. et al. vs. A. & S. et al. ; 
September 11—Louisville, Ky.—Brown Hotel—Examiner McChorg: 

* 2701G—John Sangalli vs. B. & O. et al. : 

* 27020—Price Chemical Co. vs. L. & N. et al. 


September 11—New York, N. Y.—Hotel Pennsylvania—Examiner Gry 


n: 

* 27037—Natural Products Refining Co. vs. C. R. R. of N. J. 

September 11—Kansas City, Mo.—Chamber of Commerce Rooms—fy 
aminer R. G. Taylor: 

* 26795—Weyl-Zuckerman & Co. et al. vs. Alton et al. 

September 11—Amarillo, Tex.—U. S. Court Rooms—Examiner Hagepp 

* 26819—Hardeman-King Co. vs. A. T. & S. F. et al. 

September 12—Albany, N. Y.—Public Service Commission Rooms—y, 
aminer Mattingly and Commissioner Mahaffie: 

26860—Albany Port District Commission vs. A. & W. Ry. et al, 


Sener 12—New York, N. Y.—Hotel Pennsylvania—Examiner Grif 


n: 

* 27069—United States Shellac Importers Assn., Inc., vs. B. & O. eta 

September 12—Washington, D. C.—Examiner C. K. Glover: 

* Fourth Section Application 15742—Cottonseed between points ; 
southern territory—Filed by J. E. Tilford. 

September 12—Salt Lake City, Utah—Hotel Utah—Examiner Weems 

* 25980 and Sub. No. 1—Idaho Grimm Alfalfa Seed Growers’ Associa 
tion vs. A. & R. et al. (further hearing). 


September 13—Toledo, O.—New Secor Hotel—Examiner Worthington: 
* 26990—Owens-lIllinois Glass Co. vs. C. R. R. of N. J. et al. 
September 13—Henderson, Ky.—Federal Bldg.—Examiner Mc chord: 
* 27019—Green River Valley Coal Co., Inc., vs. C. B. & Q. et ai, 


September 13—Menominee, Mich.—Federal Bldg.—Examiner Berry; 
* 1. & S. 4097—Lumber between points in Official territory (2). 


September 13—New York, N. Y.—Hotel Pennsylvania—Examiner Grif. 
fi . 


n: 

* 26852—Abbotts Dairies, Inc., vs. M. St. P. & S. S. M. et al. 

September 14—Detroit, Mich.—Hotel Ft. Shelby—Examiner Worth. 
ington: 

* 27060—A. J. Bloomgarden & Sons, Inc. (Equitable Trust Co., re. 
ceivers), vs. Pennsylvania et al. 

September 14—Lubbock, Tex.—Lubbock Hotel—Examiner Hagerty: 

* 23949—Amherst Eievator Co. et al. vs. A. T. & S. F. et al. 

September 14—Lincoln, Neb.—Hotel Cornhusker—Examiner R. @ 
Taylor: 

* 26714—Chester B. Brown vs. Arkansas Railroad et al. 

September 16—Minneapolis, Minn.—Nicollet Hotel—Examiner Berry; 

* 1, & S. No. 4125—Transit on dairy products at the Twin Cities, 

* 26939—-Northwest Fruit & Produce Co. vs. C. R. I. & P. (F, 0, 
Lowden, J. E. Gorman and J. B. Fleming, trustees). 

* 26995—St. Anthony & Dakota Elevator Co. vs. Great Northern. 


September 16—Lansing, Mich.—Federal Bldg.—Examiner Worthington: 
* 27029—Ryon Grain Co. vs. Lehigh Valley R. R. et al. 


September 16—Los Angeles, Calif.—Calif. R. R. Comm., State Bldg- 
Examiner Weems: 

* 25296—Otis Gin & Warehouse Co. et al. vs. A. T, & S. F. et al. 

eyete 16—Jackson, Tenn.—U. S. Court Rooms—Examiner Me- 
ord: 

* 26071—Weest Tennessee Shippers’ Association et al. vs. A. G. S. et al. 

eer 16—Lincoln, Neb.—Cornhusker Hotel—Examiner R. & 
aylor: 

* 25908—D. S. Keefe et al. vs. A. T. & S. F. et al. 

* 22378—Romeo Stores Co. et al. vs. U. P. et al. (further hearing). 


September 16—Los Angeles, Calif.—State Bldg.—Examiner Weems: 
* 26958—Otis Gin & Warehouse Co. et al. vs. A. T. & S. F. et al. 


September 17—Washington, D. C.—Director Sweet: 
Finance No. 9952—Reorganization of the C. & E, 1. Ry. under the 
amended bankruptcy act. 
September 17—Washington, D. C.—Examiner M. L. Boat: 
Fourth section application 15709—Petroleum products to North 
Plymouth, Mass.—Filed by W. S. Curlett. 
September 17—Washington, D. C.—Examiner Rogers: 
24050—A. Johnston Grand Chief Engineer of Brotherhood of Loco 
motive Engineers et al. vs. A. C. L. et al. (further hearing). 
September 17—Moline, Ill.—LeClaire Hotel—Examiner Fuller: 
23226—Ayers Mineral Co. et al. vs. A. C. & Y. et al. 
September 17—Minneapolis, Minn.—Nicollet Hotel—Examiner Berry: 
* 26694—National Atlas Elevator Co. vs. Great Northern. 
* 26741—Imperial Elevator Co. vs. Great Northern. 
* 26812—Hoover Grain Co. vs. Great Northern Ry. 
* 26827—The Tenney Co. vs. Great Northern Ry. 


September 17—Kalamazoo, Mich.—Chamber of Commerce Rooms—Ex- 
aminer Worthington: 
* 24614—Ben B. Schwartz, Inc., et al. vs. Pennsylvania et al. (fur 
ther hearing). 
September 18—Chicago, Ill.—Hotel Sherman—Examiner Steer: 
Railway labor act No. 7—Chicago, N. S. & Milwaukee R. R. Co 
September 18—Washington, D. C.—Examiner C. K. Glover: 
Fourth section application 14823—Iron and steel to south Atlantic 
ports—Filed by Curlett and Jones. (Further hearing.) 


September 18—Sioux City, Ia.—Warrior Hotel—Examiner R. G. Tay 
l . 


or: 
* 25675—Booth and Olson, Inc., vs. C. M. St. P. & P. 


September 18—Minneapolis, Minn.—Hotel Nicollet—Examiner Berry: 
* 1, & S. 4114—Seeds in western territory. 


September 18—Los Angeles, Calif.—State Bldg.—Examiner Weems 
* 26875—J. G. Boswell Co., Ltd., et al. vs. A. T. & S. F. et al. 
September 19—Chicago, Ill—Hotel Sherman—Examiner Fuller: 
26986—Amersil Co., Inc., vs. C. B. & Q. et al. , 
Fourth section application 15902—Sand from producing points # 
Central territory—Filed by B. T. Jones. nd 
Fourth section application 15930—Sand from New England be 
‘runk Line territories—Filed by W. S. Curlett, Frank Van Um 
mersen and B. T. Jones. 
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URING these hot sultry summer days when ae dog vhs 
its ascendancy, when the leaves are motionless, the — nore 
he hole world seems to be panting for a cool breath of air, 

. me: nd perishable things must be transported safely a 
a ‘ eee Precision Transportation, the unexcelled merchan- 
ay i ht seve of the Norfolk and Western Railway, has pe 
sae! ly, et this need for almost a century. Over its entire ioe: 
sagt the Virginia seacoast and the Midwest me? nee ae 
; i intai STalire me i<-Lelols) 

North and the South, the railway maintains re byge weber as 

i nsported any distance on the 

pe a fresh and unharmed. There are no 
"dog days” on the Norfolk and Western. 
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September 19—Sioux Falls, S. D.—U. S. Court Rooms—Examiner R. 
G. Taylor: 

* 26337—Sioux Falls Rendering Co. et al. vs. C. & N. W. et al. (fur- 
ther hearing). 

* 26919—Manchester Biscuit Co. vs. C. M. St. P. & P. et al. 

September 19—Los Angeles, Calif.—State Bldg.—Examiner Weems: 

* 27046—Holly Sugar Corporation vs. A. T. & S. F. et al. 

September 20—Huntsville, Ala.—Russell Erskine Hotel—Examiner Mc- 


Chord: 
* 26365—J. H. Condra & Co. vs. A. G. S. et al. 


September 20—Chicago, I]]:—Hotel Sherman—Examiner Worthington: 
* 24790—Alemite Corporation vs. B. & O. et al. (further hearing). 
September 20—Los Angeles, Calif.—State Bldg.—Examiner Weems: 
* 27009—California Cotton Oil Corporation vs. A. T. & S. F. et al. 
September 21—Moline, Ill.—LeClaire Hotel—Examiner R. G. Taylor: 
* 26931—Dimock Gould & Co. et al. vs. Alton et al. 











Merchandise Storage 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
CROOKS TERMINAL WAREHOUSES: 


: Storage and Distributing of Merchandise of Every Description : 
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HARRY C. AMES 
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P racticing Successor to Keene & Ames 
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before the Interstate Commerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 
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Interstate Commerce and State Commission Cases and 
“ae kee” Commerce 


815 Mills Bldg. 
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HENRY J. SAUNDERS 
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September 21—Chicago, Ill.—Sherman Hotel—Examiner Worthington: 

* 26439—Joseph Schonthal Co. vs. Pennsylavnia et al. ‘ 

* 26436 and Sub. Nos. 1 and 2—Joseph Schonthal Co. vs. C. R. R. of 
N. J. (further hearing). ; 


es ened 23—St. Louis, Mo.—Coronado Hotel—Examiner R. G. Tay. 
or: , 
* 26218—Laclede Steel Co. vs. L. & N, et al. 


REVENUE FREIGHT LOADING 


Revenue freight loading for the week ended August 3 totaleq 
597,083 cars, an increase of 621 over the preceding week, py 
a reduction of 15,577 below the corresponding week in 1934 


and 23,399 below the corresponding week in 1933.  Misce} 
laneous loading totaled 227,476 cars; merchandise, less thay 
carload, 158,918; coal, 91,992; grain and products, 41,730; 


live stock, 9,528; forest products, 29,258; ore, 33,004; coke, 5,177. 

Revenue freight loading the week ended July 27 totaled 596. 
462 cars, according to the Association of American Railroads 
(see Traffic World, August 3). 


The Eastern, Allegheny and Pocahontas districts reported 
increases compared with the corresponding week last year, in 
the number of cars loaded with revenue freight for the week of 
July 27, but the Southern, Northwestern, Central Western and 
Southwestern reported decreases. All districts also reported 
reductions compared with the corresponding week in 1933, except 
the Northwestern, Central Western and Southwestern, which 
reported increases. 

Loading of revenue freight in 1935 compared with the two 
previous years follows: 


1935 1934 1933 

4 WOGES 1 GORUREY ois 6:6 o.ciccccs secs 2,170,471 2,183,081 1,924,208 
& WEGES Th BPORTUATY ...0sccccscseces 2,325,601 2,314,475 1,970,566 
WD OP OE nos ssivecevcassoawe 3,014,609 3,067,612 2,354,521 
© WOES TE REE og boinc viv ceectosess 2,303,103 2,340,460 2,025,564 
DE ON BN oie cc.dcuwincewasecee 2,327,120 2,446,365 2,143,194 
EN EEE UND. a oiecs siw6e oaks becrnaion 3,035,153 3,084,630 2,926,247 
ES Te I Dov eewirisccuwesoecewwsen 472,421 520,741 543,510 
ibe we, | a Sr ere 566,488 604,192 653,661 
MO MEE BD i566) ccs 0iav da reese aves 593,366 616,040 656,380 
WO OE DR EE we ic cw anns-ee sow ewes 596,462 610,042 644,839 

ME? Seve ina eatare ne th a Senos kar 17,404,794 17,787,638 15,842,690 


Revenue freight loading the week ended July 27 and for the 
corresponding period of 1934, by districts, was reported as 
follows: 


Eastern district: Grain and grain products, 5,335 and 7,380; live 
stock, 883 and 1,325; coal, 23,103 and 23,104; coke, 1,124 and 1,235; forest 
products, 2,012 and 1,242; ore, 2,991 and 2,845; merchandise, L. C. L, 
41,479 and 41,921; miscellaneous, 53,948 and 51,461; total, 1935, 130,875 
1934, 130,518; 1933, 148,331. 

Allegheny district: Grain and grain products, 3,444 and 4,352; live 
stock, 750 and 1,180; coal, 26,628 and 26,920; coke, 1,835 and 1,837; forest 
products, 1,057 and 1,124; ore, 6,664 and 5,292; merchandise, L., C. L., 
29,178 and 28,840; miscellaneous, 47,337 and 43,710; total, 1935, 116,893; 
1934, 113,255; 1933, 135,133. 

Pocahontas district: Grain and grain products, 327 and 400; live 
stock, 149 and 163; coal, 30,796 and 30,901; coke, 381 and 438; forest 
products, 530 and 566; ore, 793 and 38; merchandise, L. C. L., 4,942 and 
5,113; miscellaneous, 5,515 and 5,242; total, 1935, 43,433; 1934, 42,861; 
1933, 50,211. 

Southern district: Grain and grain products, 2,094 and 4,087; live 
stock, 997 and 699; coal, 11,989 and 11,683; coke, 226 and 203; forest 
products, 8,205 and 6,255; ore, 399 and 672; merchandise, L. C. L, 
25,790 and 27,110; miscellaneous, 29,731 and 29,639; total, 1935, 79,431; 
1934, 80,348; 1933, 90,042. 

Northwestern district: Grain and grain products, 6,271 and 11,666; 
live stock, 2,156 and 9,332; coal, 3,126 and 2,779; coke, 725 and 61%; 
forest products, 7,484 and 5,491; ore, 21,531 and 20,088; merchandise, 
L. C. L., 19,281 and 19,573; miscellaneous, 28,338 and 26,153; total, 1935, 
88,912; 1934, 95,701; 1933, 88,427. 

Central Western district: Grain and grain products, 11,555 and 
12,031; live stock, 3,394 and 9,700; coal, 5,004 and 4,292; coke, 196 and 
131; forest products, 5,799 and 4,232; ore, 1,388 and 1,731; merchandise, 
L. C. L., 23,396 and 23,565; miscellaneous, 38,308 and 41,620; total, 1935, 
89,040; 1934, 97,302; 1933, 86,658. 

Southwestern district: Grain and grain products, 4,325 and 3,711; 
live stock, 1,343 and 3,896; coal, 2,288 and 1,991; coke, 94 and 65; forest 
products, 3,581 and 2,803; ore, 247 and 137; merchandise, L. C. L., 12,271 
and 12,392; miscellaneous, 23,729 and 25,067; total, 1935; 47,878; 1934, 
50,062; 1933, 46,037. 


Revenue Freight Car Loading—Week Ended July 27 


Grain and Live 
grain prod. stock Coal 
1935 33,351 9,672 102,934 
Total all rOAdS ...cccccescocecs 1934 43,627 26,295 101,670 
1933 33,529 15,080 129,773 
Preceding week July 20........... 1935 33,379 10,165 89,742 
Per cent increase over ........+- 1934 1.2 
Per cent decreaSe under ........ 1934 23.6 63.2 
Per cent increase over .......... 1933 
Per cent decrease under ......... 1933 Dd 35.9 20.7 
| 1935 790,152 358,966 3,519,488 
Cumulative 30 weeks to July 27; 1934 949,260 494,494 3,559,616 
{1933 1,012,001 468,640 2,966,271 
Per cent increase over ........-+. 1934 
Per cent decrease under ........1934 16.8 27.4 a2 
Per cent increase over .......... 1933 18.7 
Per cent decrease under ......... 1933 21.9 23.4 


Per cent to 15-year average 65.7. 


Forest Mdse. 

Coke proiucte Ore L.C. L. Miscellaneous Total 
4,581 28,668 34,013 156,337 226,906 96,462 
4,528 21,713 30,803 158,514 222,892 610,0 2 
6,810 28,017 28,282 172,872 230,476 644,889 
4,726 28,416 33,274 157,345 236,319 593,366 
1.2 32.0 10.4 1.8 : 
1.4 2.2 
23 20.3 i 
$2.7 9.6 1.5 1.9 
193,979 740,118 469,633 4,640,769 6,691,339 17,404,794 
218,297 683,462 445,975 4,796,796 6,639,738 17,787,603 
149,559 579,136 235,949 4,814,814 5,616,320 15,842,690 
8.3 5.4 8 : 
11.1 3.3 2.2 
29.7 27.8 99.2 19.1 9.9 

3.6 















